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One of the volunteer sport divers who participated whole-heartedly in the 
NOQUEBAY documentation project was LaMonte Florentz. Unfortunately, for all of 
us who share a love of maritime history and particularly shipbuilding traditions, 
Monte lost his life in an automobile accident on October 29, 1985. Monte's 
enthusiasm and dedication to  the understanding and preservation of the tangible 
remains of our maritime history is sorely missed. This publication is respectfully 
dedicated t o  Monte's memory. It is a lso dedicated t o  a l l  of the other people who, 
like Monte, are working to  enrich our lives through the study of our maritime 
heritage. 

V 





-- 

-- 

SUBMERGED CULTURAL RESOURCES UNIT 
REPORT AND PUBLICATION SERIES 

The Submerged Cultural Resources Unjt i s  a part of the Southwest Cultural 
Resources Center, Southwest Regional Office in Santa Fe, New Mexico. It was 
established as a unit in 1980 t o  conduct research on submerged cultural resources 
throughout the National Park System wi th  a n  emphasis on historic shipwrecks. 
One of the unit's primary responsibilities is t o  disseminate the results of research 
t o  National Park Service managers, as well as  the professional community, in a 
form that meets resource management needs and adds to  our understanding of 
the resource base. The fol lowing publication and report series h a s  been initiated 
in order to  fulfil l this responsibility. The report "types" listed below represent the 
sequential stages of research activity that the unit is conducting or initiating in 
each park with a submerged cultural resources base. The reports are designed t o  
be cumulative so that, in the ideal case, each marine or  freshwater park would 
eventually have a "maritime archeology" publication which would have been 
preceded in most cases by an assessment, survey, and inventory. This would put 
the parks in compliance with any reasonable professional and legal requirement t o  
protect and interpret the underwater cultural resources under their custodianship. 

Submerged Cultural Resources Assessment 

First line document that consists of a brief literature search, an overview of the 
maritime history and the known or potential underwater sites in the park, and 
preliminary recommendations for  long-term management. It is designed to  have 
application to  GMP/DCP's and to  become a source document for a park's 
Submerged Cultural Resources Management Plan. 

Subrneraed Cultural Resources Survev 

Comprehensive examination of blocks of park lands for the purpose of locating and 
identifying as much of the submerged cultural resources base as possible. A 
comprehensive literature search would most likely be a part of the Phase I report 
but, in some cases, may be postponed unti l  Phase I I .  

Phase I Reconnaissance of target areas with remote sensing and visual survey 
techniques t o  establish location of any archeological sites or anomalous features 
that may suggest the presence of archeological sites. 

Phase II Evaluation of archeological sites or anomalous features derived f rom 
remote sensing instruments t o  confirm their nature and, if possible, their 
significance. This mav involve exploratory removal of overburden. 
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EXECUTIVE SUMMARY 

During the investigations of the historic wooden vessel in Julian Bay, no single 

piece of evidence was located that would conclusively prove that the vessel 

under investigation was the schooner barge NOQUEBAY. When taken together, 

however, the historic record and the physical remains strongly suggest that the 

shipwreck located off Stockton Island is indeed NOQUEBAY. 

The vessel is in an excellent state of preservation wi th  more than 90% of the hull 

present and exposed, a t  least on a seasonal basis. Other than evidence of  

burning in the bow and on the keelsons, the wood used to  construct NOQUEBAY 

is still hard and the structural integrity of the various components, as they appear 

today, is uncompromised. Little rusting has occurred on any of the metal 

elements or artifacts found a t  the site. The bow contains a r ich assemblage of 

small  portable artifacts which, by their nature, a re  highly susceptible to  looting. 

For that reason protection of this site is particularly important and is urged. 

NOQUEBAY's superb state of preservation and the potential richness of the 

artifact assemblage make it a strong candidate for  nomination to the National 

Register of Historic Places and addition to  the National Park Service List of 

Classif ied Structures. 

Because of her shallow deposition, this vessel is a prime candidate for 

interpretation. The shallowness and clarity of the water over the site, plus its 

protected location would not  present any safety hazards t o  snorkelers or even 

inexperienced scuba divers. 

I t  is not  recommended that the site be permanently closed t o  visitation in order 

to  protect it. However, a management plan and some agreement wi th  the State 

of Wisconsin, that wil l  directly a d d r e s s  daily management and protection, Is 
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needed pr ior  to rnakir ig the  site accessible 'to t h e  public. An energetic education 

campaign directed a t  both .the non-divirig arid div ing publics or1 the importarice 

o f  leaving art i facts a n d  the s i . k  unaltered is a lso necessarv t o  protect  NOUUEBAY 

over the lorig run. 

xvi 



1. INTRODUCTION 

This study of the remains of a historic wooden vessel located in Julian Bay on 

Slockton IsJand h a s  been designed wirhin a park management framework. The 

project was geared toward generating information that would be useful in 

submerged cultural resources site protection, visitor safety,  and interpretation, in 
meeting Federal compliance requirements, in contributing to  the story of the park 

and the maritime h i s to ry  of the Great Lakes, and in answering questions of 

general archeological and historical importance. 

Projects, like the one at Apostle Islands, which are anticipated to  run over several 

years, field sessions, or where funding, t ime constraints and park priorities dictate 

a segmented approach, require special attention in the planning of phases and 

the segmentation of work undertaken. The results of each segment should meet 

specific management needs and be able to stand alone as individual management 

documents. The overall submerged cultural resources management approach 

may be conceptuaked as d i s t inc t  phases or steps; ‘the ideal course of research 

leading in a logical sequence through initial assessment, survey of portions of a 

park, and then inventory of a l l  known submerged resources in an area. Each of 

these steps is discussed in greater detail, as separate report formats of the 

Submerged Cultural Resources Unit, elsewhere in this report. This sequence of 

steps may be physically div ided  by time, space, and  reporting, or conducted 

concurrently and reported on in one document when a project runs continuously. 

Park funding, priorities, and other constraints rarely permit the ideal research 

sequence to occur. More commonly it is segmented and conducted in response 

to  specific management needs. The Apostle Islands project falls into the latter 

category, being undertaken to  document a recently discovered, highly sensitive 

resource which, by its accessibility, is  quite vulnerable to  visitor impact. 
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The question of shallow-water wrecking processes and their impacts to  physical 

sire integrity and research potential are addressed in Chapters IV and V. 

Finally, the relationship between the deposition of shipwrecks in the Apostte 

Islands region, specifically the vessel at Stockton Istand, and the social, economic 

and environmental mil ieu on t he  Great Lakes around the t u r n  of the century is 

addressed in Chapters II and Ill. 

Funding 

This project .was funded from the Apostle islands National Lakeshore ONPS 

(Operation of the National Park System) account, and by the Submerged Cultural 

Resources Unit, Southwest Cultural Resources Center. 

Project Mandate 

The Apostte Islands enabling legislation specifically addresses The need for 

protection of cultural resources for public enjoyment and "... understanding of the 

unique natural, historical, scientific and archeological features of the Apostle 

Islands . , . . ' I  The park's Master Plan (1971) and Statements for ManagementI_ (1977, 

1982) reinforced the enabling legislation regarding cultural resources and states 

tha t :  

Cultural resources preservation [goals are1 to  identjfy, 
inventory, and preserve the Lakeshore's cultural 
resources in accordance with legislative and executive 
requirements and NPS historic preservation policies. 

Additional objectives are: 

to  acquire information through surveys, research, and 
other means; [and] to protect known cultural sites by 
mit igating known damage .... 

The field work undertaken in this initial effort t o  document one of the  shipwreck 

resources in Apostle Islands National Lakeshore meets these objectives. The study 

was designed to maximize data returns f rom a very l imited time, funding, and 
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personnel base in order to begiri "-Ciliirigi r i  ' i :h~blanl:s'' tor  a .io.kal suhrurergerl cultural 

resources inventory of the park. 

Field work beyarr oti Seplcrnber 'I7 and c:oncliidc:d 01) Scpixt'libor % I ,  '1084. ,911 

a c h ities  'tooI< place w i t t i  in 'the Lakesho re 1 ot;a I i t y o i S Loc ki.o I I  Is I il ti d . .I-(: ti 11L\ t i  ti Iia I 

Park Service employees, frorii .the IVlidwesi arid SouThwest lieyiori a i i r l  I4  
. _

Volunteers-in-Parks participated in  .the 'I 'I --day projec;t. I tie projcci. irivolvocl 2 4  

individuals; a toial  of 54 persondavs of diving a r i d  approxirnatelv a r i  addi-i.iotial 20 

persondays of work were completed, excludirig dormteci preparatiori arid plairnirig 

r ime of key personnel i t r  the two I ley ior ia l  [lil'ices, rhe Park, a n d  .the SociPlrwest 

Cultural Resources Cen-ter 

Par H. Miller - Superintendenl, Apostle Is la i ids I\laiiorial Lakcshoro 
Daniel J. Lenitiari .-.Chief, Suhrnurged Cii l iur;i l  t?esources Uri i l  

Apostle Islarids I\ ati o t i  a I La keshore 
Bill Farraro - Chief, Divisiori of I3ariyor Serv ices 
Kate Lidfors - l'ark Historian, IDivision oi  Pta~rr r ingand Resources 
Eleri IVlaurer - Division of Hanger  Services; diving assistance 
Steve Kauvinskv Division o i  IVlairrtcriatrcu; research Croat operdior i  
Brent IVlcGiriri - 13ivision of R a n g e r  Scrvices 
Bob Hatrori .- Division of iVIair i - ter~at icC 
Lydia Fen-aro - ILlivisiori of Mainteriarice 

Volunleers~-irr--Parks(VIPs) 

Bob Bailey -- Srnith Uivirig; diving assisiarice 

Rick Boyd Purrie Scubalab; diving ;~ssjstarrce 

Torn Ca ine  - Uivirig assistance 

Tirn Carpenter - Wiscotisin S ta te  Parks; diving assistance 

Gary Cholwek .- Selt tJropelled Shop; diving assisi;ince 

LaMonte I-lore~ltz- S c u b a  Ou-tlet Store; diving assisPiiI-ice 

Tim Huelster - Seaview Diving Cenrcr.; commercial  divirig cipeuai'ioris arrd divir iy 

a ssista rice 


Pat L-lus(:hka - cook 

John "Jack" Jones Seaview Diving Ceriier; corrrrnarcial diving operatioris ar id 

diving assistance 

James Keller - Sali Propelled Shop; diving assistance 
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Teresa Keller - cook 
C. Patrick Labadie - Canal Park Marine Museum; diving assistance, site analysis 

Fran Potvien - Land of the Loons Scuba; diving assistance 

Joe Strykowski - Divecon; photography 


Submerged Cuttural Resources Unit 
Toni Carrel1 - Archeologist; Principal Investigator 
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II. 	 THE PLACE OF NBQUEBAY 

IN 
APOSTLE ISLANDS MARITIME HISTORY AND 

IN GREAT LAMES VESSEL DEVELOPMENT 

Shiawreck Resources 

The potential variety of shipwreck resources tha t  lay within the Apostle Islands 

region mirrors the maritime history of the Great Lakes. Small craft used by 

native populations for subsistence, trade, and coastal travel, were followed by the 

canoes of French explorers and traders, possibly as early as 1630, along the 

south shore of Lake Superior (Quimby 1966). Near exclusive trade with the 

French continued through the mid-1700s when British and American traders 

appeared. All three groups remained active in the area through The early 1800s 

(Salzer and Overstreet 1976). Canoes, and later bateaux, remained the major form 

of water transport on Lake Superior until the early 1800s. Sailing vessels began 

appearing on the Lake after 1802 (C.P. Labadie, personal cornmunicarion). The 

vessel ASTOR was among the earliest, appearing in 1835 (Ericson 1962). After 

1850, schooners, brigs, barks, paddlewheel steamers, schooner barges, wooden 

screw steamers, then later composite, iron- and steel-hulled vessels appeared in 

rapid succession transporting lumber, coal, wheat, passengers, and mixed freight. 

In addition to the large commercial vessels, there were various smaller fishing 

craft, tugs, sail, and motor boars used throughout the region. In the 1800s, an 

increased demand for raw materials, in quantities sufficient to  support the rapid 

industrial and population growth throughout the Great Lakes region, resulted in 

the development of specialized vessels to  carry quantities of bulk freight and 

package goods. 
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w rec k p (Ip 11Ia t i  o n in i:hc A post Ie Is 1ancl s regioriT'he hislo r ica IIy cl u c um e rI L ed shi I-, 

includes a cross section of vessel ~ V ~ C Srepresental ive 0.1 the d ivers i ty  ot G r e a t  

Lakes maritime activi t ies and (:or~irnerc:e. A prcliniir larv l i s t  o i  c:asualCies revealccl 

more . than 500 accidents or losses o c c ~ ~ r r i r ~ gbclwecn 1870~-'194(1.INearIv 75 oC 

.these vessel casual t ies are believed io have le f t  some physica l  rernairis on the 

Lake bo'tioni (tlalderr 'IYBti). O i  ilwse, ilpg)r(jxirrraieIV 211 arc i n  tl10 irnmedia'tu 

v ic in i ty  of t h o s e  is lands which ;ire par t  of  (Ire /4postle Istaritls Naiiorial l~.akestiore 

(Figure 'I). 

Vessels engaged i r i  t h e  transpur'ta.iion of passengers, [lacl;a$jc and hulk freiylir, 

sa  lvage activities, and l is f i i t i  g evo  Ived P O  t 11 eel ec or 1 0  r-1i c a ri d e riv i ror i  merit a I 

needs of the Great Lakes. The role of these special purpose  vessels in the 

industr ial and economic g r o w t h  o f  the  LaIrus, and thcit. conicxi wi'ihiri the 

m a r i t i m e  developrnent of Great  Lakes vessels, are irnportaril elerrrents in our 

un de rsta r I d i rig 0.f t t i  e his t  oric a I s ig 11 i i  i I:a t i  c e of i11 div id ua I v e s s e I s . 
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Vesset Context and Develomnenl 

Schooners 

Great Lakes schooners and schooner barges evolved t o  meet the need for the 

movement of passengers, general cargo, and bulk freight throughout the region. 

These vessels were limited in overatl size and draft by the width and depth of 

channels, canals, and rivers connecting the six Great Lakes. Because of 'the 

difficulty of traveling up to  Lake Superior, the use of these vessels on that lake 

lagged far behind the four other lakes. It was because of this difficulty that 

canoes and bateaux were the vessels of choice up t o  the early 1800s on 

Superior. 

The f irst passenger and general purpose cargo transports on the GreaT Lakes and 

on Lake Superior were the birch bark canoes of the native populations. They 

were quickly adopted by the French, in the early 1600s, and then by British and 

American explorers, trappers, and traders as they each entered the area. These 

vessels varied in size f rom 13 to  35 feet in length and were capable of carrying 

up t o  1,000 lbs. I t  was the larger canoes, the canots du maitre, that were used 
I__~_II 


between Montreal and the head of  Lake Superior, and smaller 25 foot canoes, the 

canots du nord, that were used on Lake Superior t o  points north and west, first 

by the French, then by the British and Americans (Barry 1973:28). The bateau was 

in use on the GreaP Lakes by 1687 for  military purposes, and then later it was 

used for  transportation of passengers and general freight. This vessel is closely 

related t o  the North Atlantic dory with i ts nearly f l a t  bottom, longitudinal 

planking, and pointed bow and stern. A bateau o f  normal size was approximately 

40 feet long with a beam of 6 feet and was capable of carrying 3 to 5 tons of 

cargo. These vessels were low, open boats that had a mast, sail, oars and  

setting poles, far use in the shatlows, and were manned by a crew of 5 or  6 

(Barry 1973130). Because of its lightness and portability it quickly joined the 

canoe on Lake Superior. 
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Ttir? iiisi ful l-- i lodgod sailitiy vessel io a p ~ ~ e a rU I I  the Great Lakes was GHiFFOhl, 

hu ih by L a  Sal le i r i  l61Y. The ship was probably 61) iio 7U feel lorig, I6  .lcct wide 

wiiii a dep l l i  oi: 8 icel. 'lvpicallv, i l i e  gallioi, oi which GtiIFFC)lV was a rrieniber, 

w a s  ii roLind vessel with a curved slern arid high, roui i t l  stern, desigr\orl for 

haildlirtg s-~iixcclcargo (Ericson 'I 9132:3). Slrc r-nay have tiad three rnasts, two of 

w i-iiI; h w c r (3 s cl u ;I 1 - 0 . - rigg cd a r i  d 1ho -third, .iiic tn iz ze r i ,  Iateen_.ri51 $1ed (13a r ry 

'I9'13:'l~!.). 111 I /26 schooners appeared ot i  the Gre3.t t a k e s ;  i iticse were  i yp ica l l y  
._

r'iqgecl vviiti s q u a r e  topsails 0 1 1  butti the tore arid rriairiruiasls. I lie oiiicars' 

quar ters  were a f i  uridcr a raised quarter dock arid .the crew was forward. These 

vessels were 1 5  'to UI1 feet i i i  lerigtti and C C I L I I ~  accori ir i iot late 40 LO UD soldiers 

a n d  ;I crew u i  'I0 to '12 ( t r icsorr  lY62:5). Wi i t i  itie a~~pear';i"l(:e aiid ttireai: oi 

t3ritisti cutrLrol of the Great Lakes  in 1155, a .flurry 05' vessel c:uristrur;tiorr b y  bo th  

iiio Vrartcfr a n d  13ri-tish ticcurred. A-i -the eiid ol' the Seven Years War in 1763 

.there were i ~ e t t ~t h a n  a dozorr vessels ori Lakc. Ontario,  0.f various sizes arid 

descriptions, uiider ifie British i'lag, 

Severa l  vessels were built Liy the Drii'istr belwucii I763 urtd l 1 1 ' 1 3  for bo.th upper 

atid lower lake service. Following ttie I~evolu~ik i i i ,rrtaiiy Airierioaci rrrercharii: ships 

bcgari io aplmrr,  prilriarily on l.ake Ontario. IVlost of these vessels were sm;-iIl 

sloops arid sdi(i(irrers (Ericsoti 'I Scj3:'1:3). Al.rhougIi t h e  Bri.i:ish had coded [tie 

sourt iern shores or' t h e  The Grca.i I.aIccs .to the United Stales, s.lrorrg British 

control over the area retarded the passage 01 any but Uritish yovernrnunt 

vc?ssuls. Prolcsiis over the si.tuatiotr led to the l iocr rs i rq  ot [irivate shipbui ldirq. 

The I h r i f r  Wesi: Cornpany responded, arid in 'I785 tfre 75-ton sloop OTTER was 

built on L:ike Superior; rnost likely rhe first .full rigged merchant sailer c) r i  the lake 

(Barry  1973:2*1). 

Aiter .the war of I812 merchant shipping flourished on the Great Lakes. Vossels 

were adapted .to vary ing local coridi.tioris 0.i wirid arid weather, shal low harbors 

arid intercorrriec-iirrg carials, narrow rivers, and i t i e  steep chopp\l waves  oi  the 

open lakes. Observations made  bv riaval axporis a s  ear,ly as l7U8 defined tho 

fore-and-aft rig as the most suitable for lakc vessels. Later combinatiorr r igs 

were developed; three-masted barks, square-rigged or1 t h e  two forward masts  
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with a fore-and-aft mizzen, and barkentines wi th only the foremast 

square-rigged, were often used. The two-masted square-rigged br ig gave way 

t o  the brigantine wi th  one fore-and-aft mainmast and a square-rigged foremast. 

Despite these modifications the topsail schooner was the most widely used r ig 

or1 t h e  lakes (Ericson 1963: 15- 17). 

Throughout the early '1800s there was expansion in vessel development and 

construction in the Great takes as  well as along the Eastern Seaboard. New 

ideas were rapidly introduced and sailing ships became larger and more efficient. 

Lake sailers were usually bui l t  wi th a square stern and a mizzenmast .that was 

shorter than the fore- and mainmasts. They had shallow-draft hulls and most 

had a drop keel or centerboard, useful in shoal water. 

Lake vessels changed as commerce increased and harbors, canals, and channels 

were developed. The early upper lake trade required portage of cargo a t  Saut'c St. 

Marie and vessels navigating the St. Lawrence were Limited by existing canals to 

a 6 foot draft, 100 foot length, and 20 fool beam. The opening of the Welland 

Canal in 1829 allowed vesseIs to  bypass Niagra Fal ls between Lakes Erie and 

Ontario. Only a few vessels were on Lake Superior as late as 1839; in 1845 the 

small fleet was supplemented by the addition of 6 schooners portaged across the 

So0 (Barry 197268). In 1849 the St. Lawrence was improved and a vessel with a 

draft of 9 feet could pass .  The opening of the So0 locks in 1855 resulted in a 

dramatic increase of shipping on Lake Superior. Later, the development of  the 

iron a n d  lumber trades in the region required larger ships; shipbuilders responded 

with construction of sailing vessels topping 200 feet in length. 

In the early 1800s t h e  steamer appeared on the Great Lakes. Side 

paddlewheelers carried passengers primarily, as wet1 as package freight, 

throughout the lakes. By the 1850s lake paddlewheel steamers had become large 

and ornate. They quickly developed a reputation for reliability and speed t h a t  

was extremely attractive to  the passenger trade. It was not uncornrnun for these 

vessels to  carry 400 t o  500 passengers, in addition to  twice that number of 

emigrant passengers in steerage. The schooner could not readily compete 
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Schooner t3aryes ~ - The Place c s i  I\IOCLUEUAY in GI cai Lakes Vesse l  Developinerii 

Sajtiriy vessels  still dornirialed Great Lakes trade followiiig .the Civi l  War; hulk 

freight alinosl: ext:lusivety boirrg carried by :;(:tiooriers. At t t i is  iinie ship owtiers 

began oxperitrienting wi-th towing. Thcy  quick ly  -i-ourjd Ztiai it was ecorromical ly 

more  feasible 'to tow i t i an  Po sail heavily ladel i  vessels .through tricky channels 

with urrdepetidahle winds, l h u s  ini.Ciatin<g.the "corrsort" system. In 'I UG7 'the s t e a r n  

donkey engine was developed arid first used oti  i t l u  Great Lakes (Barry 'lY74:94). 

'This simple device quickly revolurionizerl t h e  ciriloadiriy oi: bulk cargos (Barry 

'I 974:94), thus reducing t h e  turn ar-ound t i m e  necessary to cornplota a trip. The 

conibinai ion of these .two, seemingly unrelated, evertls accelerated t h e  already 

k.apidIy growirrg dctrrand Inr bigger rrioro ef f jc ien i  vessels capable of carrving 

larger bulk cargos. 

The resporr:;e of lake shippers was t o  extend ,the use of 'tows while developing or 

adaptirig vessels for  bulk shiprnoriis. Following the panic of 'I857 there were 



numerous large steamboats sitting idle and available for conversion to barges. 

The use of the tow or schooner barge spread rapidly throughout the Great Lakes 

as well as the Eastern Seaboard during the late 1860s and early 1870s (Barry 

1974; Morris 1984). These vessels, pulled in tandem by a tug, were able, to  

transport larger cargos on each round trip, more efficiently and mure reliably, 

than the sailing schooners. In 1871 the use of a steam barge, rather than a tug, 

was introduced on the Great Lakes (Mansfield 1899:4?1), a l though they had been 

used elsewhere since t he  middle 1860s. LlZZlE MADDEN, a steam barge, regularly 

towed NOQUEBAY, along with several other schooner barges. 

The schooner barge differed from other barges in that  she carried some sails on 
masts that were reduced in size from a traditionally rigged schooner. The sails 

provided additional power t o  move the Pow when the wind was favorable, and 

they were also used if the vessel broke free or had to be cast ~ O O S C !during an 

emergency. Because of the timited sai l  carried by the schooner barge, i s .  usually 

nothing above the lower courses and a fore staysail, fewer crew members were 

required. The savings to  the owners on crew wages and the  increased capacity 

of a multi-barge tow resulted in the rapid demise of the sailing schoornev for bulk 

cargo transport. By the t ime the last fully rigged schooner was launched a t  

Manitowoc in 1889, the success uf the consort system (towing barges with 

schooner barges) was unquestioned (Morris 1984:l-2). 

Because of a world-wide depression during the 1870s and 4890s, and the  

success of the schooner barge, many sailing vessels were out of work. Often 

sold a t  a fraction of their original cost, they were purchased by shipping 

companies engaged in bulk trade and converted lo schooner barges. By this time 

the method of conversion from a sailing ship to  a schooner barge had become 

standardized. Both conversions and construction of new schoorier barges 

resulted in vessels with similar overall construction elements. 

During a conversion, the rigging was cut down to JUSP the lower SeCEiOtI of each 

mest and the bowsprit was CUP off flush with the stem. Lower sails were leR in 

place, although reduced in number. Vessels constructed as schooner barges had 



IVlorris ('lc384:I '1..27) prov ides a geric't-iil progress ion for schoorier barge 

(:o nve rs ioiis . Hrictr'l v s ci mma rizc.d, t 111riri g ii I: o t v i? rsio i1 i he I m i'wa r d d ec k h  (111 sc. was 

o-f-Lenrotnoved arrd a COIIT~~~CI~IIIS set.icc; of t ialct ies were added i1ia.i ran .the cn i i re  

leng-Lti o i  tho rnain dock. Extra iimbet-s were  riurrnally added  wlieti tho ha.tcties 

were extended o r  eri largod, i n  at i  e i i o r i  io 0 1  CI c h(3 s tr L I(: i: 11raI w (XI Icen irig w t i  ic t i  

oc c ur red dur iriGJ IIIodif iL' air io1 I .  V e s s e Is ( : I>r i s t  r LLc:t c'd a s  s c i ioo n er 1)a ryes i.l Iso 

exhibited a clear, unbroken deck a n d  (:otIciriuous tia'Lc:lics. Enlarged or extended 

hatches often resciltcd in  t h e  teritlortcy of vessels  'lo k1ct:orne "hogged" or lose 

s t-iee r, re (1u i ri rig so I ri e addit ioria I I o 4 i (J i i 11 (1i 1-1ii I srrer i  g t tr e t 1I rl c.1 o i  .i'he k r  u I I .  

Tlro pilothouse was located on top  o i  i f ic?  i j i ier t iouse iIi i1rdt .r  to provide the piloi: 

a clear v iew  of the -Lug arid barges ahead arid behitid. A srriall s i ea rn  donkey 

arigine was p laced forward, below decks; itio s tack  prot r i id i r ig  u p  though ihe 
..

rnai t i  d e c k  sl ightly aft  of itie wirrdtass. I Iris ei ig inc was used i o  hoist anchors, 

siiils, work itre pumps a n d  in si)Inc cases l o  prov ide assistance wiiti The l o i ~ d i ~ i g  

atid unloading of cargo. Runrting l ights  wore located iorvuiird, i i) the shrouds 

several feet above the rail. Tow hitts, .for the  line, were p l i ~ ~ ~ dfo rward  and af-i

along with a bow chock over  'the head or alongside (if the s ~ e n i .  Alikouyh -the 

.freeboard oi' a converted VBSSCI rimy eiitl up reduced, itre overall cargo  capacity 

a i  rhe schooner barge usually rurr1airic.d ab0u.i .tliu sill-ne. Schooiiors and 

schooner barges always carried a lifeboa-i: o r  v~iwlboai(Morris l9134:1~ 2 7 ) .  

IVOQIJEBAY, built in 1R/2 by Iilvirr A. Tirrnor o i  I r e n i o n ,  IVIichigari, was  

c:oriscrucic;.d a s  a schooner t3iirgc lor ihe lumber and coa l  trades. A i  205 teci in 



length, and capable of carrying 1,024,000 board Feet of lumber or 1,350 tons of 

coal, she exhibited many of the construction elements discussed above and was 

typical of  the schooner barges of  her day. 

Lumber production in the Great Lakes region reached a peak in 1882, 10 years 

after NOQUEBAY was built. Movement of lumber via lake shippers began to  

decline in t h e  late 1890s as forests close t o  lake ports were depleted and 

shipment by rail became more efficient and economical. Coal shipment by lake 

carriers steadily increased after the completion of canals and railroads, f rom 

mines t o  shipping ports in the early 1850s. It was not  until the early 1880s that 

railroads began t o  successfully compete with lake carriers. NOQUEBAY was 

active in the lumber trade during its peak a n d  was transporting coal and bulk salt 

across the lakes before rail traffic was feasible. 

Schooner barge construction and conversions continued through the 1890s. The 

construction of schooner barges, beginning in the late 1860s, peaked before the 

turn of the century and then saw steady decline due t o  the widespread adoption 

of the bulk freighter, which had been introduced in 1869 (Barry 1974; Morris 

1984). In 1868, 28 schooner barges wi th  a tonnage of 4238 were constructed on 

the Great Lakes; 1869 saw t h e  construction of 35 barges with a tonnage of  5458. 

In 1872, the year NOQUEBAY was built, there were less than half the number 

constructed as in 1869, however, they were larger vessels capable of carrying 

larger cargos. By 1876, only 6 barges were constructed, and the peak of barge 

construction had passed.  The efficiency of steel bulk freighters and the after 

effects of the panic of 1873 both contributed to  the demise of t h e  schooner 

barge. 

Construction figures for schooner barges closely paralleled the number of 

registered vessels on the lakes. In 1868 the number  of barges registered was 64, 

by 1872 that number had jumped t o  161, and in  1874 there were 216 barges 

registered. Just 6 years later the decline was evident wi th only 165 barges 

registered and in 1887 their numbers had dropped t o  84; by 1890 only 54 barges 

were registered (Mansfield 1899:438-441). Schooner barge construction 
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flourished for a relatively short period of time, frorn the earty 1860s 'to the rniddle 

'I87Os, although they corrtirrued in use welt beyorrd 1890. I r i  their heyday on the 

lakes, schooner barges were active participatils in h e  rapid growth of the 

midwest and upper lake regions during their micro iridustrial revolution. In 

addition, the schooner barge caiilributecl to  l l i e  establishment of marry lakc cities 

as  rnajor industrial ports. 



111. NOQUEBAY BACKGROUND 

Vessel History 

NOQUEBAY was built by Alvin A. Turner, master shipbuilder, in Trenton, Michigan 

in 1872. She was f irst enrolled at the Port of Chicago on July 13, 1872, for 

owner Thomas W. Beebe, president of the Peshtigo Company, Peshtigo, 

Wisconsin. The vessel was an exact duplicate of PESHTIGO (1869) and 

MAUTENEE (1873), which were built in the same yard for  the same owners. 

NOQUEBAY was built for the bu.k umber and coal trades and was capable of 

carrying 1,024,000 board feet of lumber and 1,350 tons of coal. At the t ime of 

her enrollment a t  the Port of Chicago, A. Keith was the vessel's master. 

Beebee retained ownership of NOQUEBAY until April 17, 1874, when, during a 

c h a n g e  of company officers, she was transferred to  William E. Strong, the new 

company president. A change in masters also took place and Will iam Nicholson 

assumed command. She remained based out of Chicago until March 8, 7875 

when there was a change in her home port t o  Milwaukee and a change in her 

master. 

Another change of ownership occurred in April, 1876, when William A. Ellis, 

secretary of the Peshtigo Company received the vessel; Nicholson once again 

became NOOUEBAY's master. While NOQUEBAY was owned by the Peshtigo 

Company she was towed b~ a number of company vessels, among which were 

CLEMATIS, WILLIAM LIVINGSTON, ADM. D. D. PORTER, and BUSCOBEL (later 

renamed OTTAWA), which was eventually lost off Outer Island in the Apostles not  

far f rom NOQUEBAY's final resting place. 
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Although Milwaukee remained her home port, INOUUEBAY was transferred l o  ihe  

Stephenson Transportatinn Carr ipa i iy  in IVIilrirlette, Wisconsin, orr IVkirch 'I, 1893. 

Ellis s r i l l  retained t i t le  to  the vessel  as sccre iary  o f  the new (:orripany. 

Thomas F. IViadden, along with Jarnes 14. Wladderi arid Jotin J. IVlladdcn, purchased 

NOUUEBAY and her sister ship IVIAUI'EIVEE on IVlarch '15, '1895. Based oul: ol' t h y  

City, Michigan, the new owners, each  wi th a 'I/3-share, m o v e d  IVOQUEBAY lo a 

new distr ict and a n e w  home of Port Huron. On IVlarclr 29, '11398, Lizlzic Madden 

rep1ar:ed Jarnes lVladderi as a 'I/3-owrier of the vessel. John J. Madden turned 

over his '1/3-share to  Thornas IVladdeti i t i  J a n u a r y  of 1899 ar id  on January '18, 

'I 899, Elizabe-th Madden became the sole registered owner 0.l NOQUEUAY. 

Elizabcth retained ownership or the vessol uriijl tier loss or1 Oclober  8, 1905. 

IUOQUEBAY and IVIAUIEIVEE were frequently towed by t h e  wooden propeller LlZZlE 

IVIADDEN (Plate I ) ;  Ihe trio rnado regular .trips be tween the p o r k  of Duluth or 

Ashland and Buffalo or Tonawanda, major lumber producing arid distribution 

centers. The vessel's masters under ElizabeCli's ownership were P. li. "Paddy" 

Ryan (4/28/99-9/9/02), W. H. Lotrr (0/9/02-9/'l8/03), Fred Watsorr 

(W18/02-3/l7/03) a n d  Andrew Bigger (3/'l7/O3-'lO/8/05). A summary of the 

vessel's documents  of enrollrrien-i is provided in Appendix A. 

trr I876 NOQUEBAY was ra-ted B'I and valued a t  $23,000. Duririg her  life she 

underwent several repairs arid some triajor modil icat ions. In 'I 884 she had 

timbers replacod fore and aft, was rated U I ,  arid valued a t  $'14,000; she was 

recaulked in I892, rated A2-1/2, arid valued a t  $ l O , O O O .  She was rccirullced again 

in '1896 and rebuilt in  l9OU with a new keel arid sails; her  new ra.i:irig was A2 arid 

she was valued at  $9,000. A t  .this Pime, she was described as having a 

centerboard, s tee l  arches, steam pumps, and was capable of carrying '13-1/2 foot 

deckloads (Great Lakes Regis ter ) .  

IUOQUEBAY's l as i  6 months  of operation were probably typical of the vessel's 

movements under IMadden ownership (Figure 2). 



t 

Plate 1: The steambarge LIZZIE MADDEN frequently towed both NOQUEBAY and 
MAUTENEE. Photo courtesy of C. P. Labadie, from Herman G .  Runge Collection, Milwaukee 
PubIic Library. 
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Figure 2. Summary o f  IUOUUEOAY Vessel Passages 
During Her Las t  6 IVionths of Operation" 

IVlay 8, 1905: 	 Pass: Detriot, downbound. IVtADDElU arid consoris; 
6:40 am.  

M a y  'I 6,  'I905: Pass: Delroit, u p b o u n d .  WIADDEN and consorrs; 9:20 
pm.  

IVlay '16, 1905: Pass: Port Iduron, upbound. IVIADUEN arid harges; 
1 I :30 pin. 

May '18, '1905: Pass: Sault Ste. Mar ie ,  upbound. LlZZIE IVIADUEIV, 
IVIAUTEIUEE, NOQUEBAY. 

IWay 28, 'I 905: Arrived : 13u 1 ut h-S u p  e riu r, IVIi n ne s ot a. lVlAD0EIU, 
MAUTEIVEE, NOQUEBAY. 

May  30, '1905: 	 Cleared: Duluth-Superior, downbound to Lake Erie 
Por ts  [Buffalo]. I-IL-LIE IVIADUEN arid IVIAUTEIUEE. 

IVlay 31, 'I905: Cleared: Duluth-Superior, downbound to  LiIlte Erie 

Por ts  [Butfalol. NOQUEBAY. 


June 2, l905: Pass: Saul'c Sle. WIarie, downbound. LIZZIE IVIADUEN, 

IUOUUEBAY, IVIAU-CEI\IEE; 3 3 0  p m .  

J u n e  4, 1905: Pass: Detrot-t, downbound. LlZZlE IVIAUDEIU and 
barges; 7:20 prn. 

June 9. '1905: Arrived: Bu.ffala, New York. LlZZlf IVIADUEN ar id  
barges. 

June 9, '1905: Cleared: Buffalo. LlZZlE IVIAUDEN a n d  barges. 
June 'I 2, 'I 905: Pass:  Detroit, upbound. IVIAUUEIV and consorts; 9:30 

am.  
Pass:  Port Huron, upbound. MADDEN arid barges; 2 
Pm. 

June  '14, 1905: 	 Pass: Straights of IVlacltinaw, upbound. IVIADUEN a n d  
consorts; I0:'I5 am.  

June 16, 1905: Arrived: Racine, Wisconsin. LIZZIE 1VIAUDEIU, 
IVOQUEBAY, T'ILUEIU. 

June 20, 1905: 	 Cleared: Racine, Wisconsin, upbound to Litt le Current, 
Ontario. WIADDEIU, I\IDQUEBAY, IILDEN. 

Ju Iv 'I3, 'I90 5: Cleared: 5uffalo, New York. IVOQUEBAY to Sault Ste. 
IVI a ric. 

Julv 14, t905: Arrived: Buffalo, New Yurk. LIZZIE IVJADDEIU from 
Sault. 
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July 17, 1905: 

July 25, 1905: 

August: 3, 1905: 

August 9, 1905: 

August 11, 1905: 
August 25, 1905: 

August 28, 1905: 

August 29, 1905: 

August 31, 1905: 

September 8, 1905: 

September 19, 1905: 

September 21, 1905: 

September 30, 1905: 

October 4, 7905: 

October 8, 1905: 

Pass: Detroit, upbound. MADDEN and barges; 3:30 

am. 

Pass: Sault Ste. Marie, upbound. LlZZlE MADDEN, 

NOQUEBAY, MAUTENEE; 7 am. 


Pass: Sault Ste. Marie, downbound. LlZZlE MADDEN, 

NOQUEBAY, MAUTENEE; 2:30 pm. 

Arrived: Buffalo, New York. MADDEN and barges. 


Cleared: Buffalo. MADDEN and barges to Duluth. 

Pass: Sault Ste. Marie, upbound. LlZZlE MADDEN, 

MAUTENEE, NOQUEBAY; 7 am. 

Arrived: Duluth, Wisconsin fight for lumber t o  

Buffalo. LlZZlE MADDEN and barges. 


Arrived: Ashland, Wisconsin. LlZZlE MADDEN, 

NOQUEBAY, MAUTENE E. 


Cleared: Duluth. LlZZlE MADDEN and barges. Lumber 

t o  Buffalo. 

Pass: Port Huron, downbound. MADDEN and barges; 

5:40 am. 


Pass: Port Huron, upbound. MADDEN and barges; 

730 am. 

Pass: Sault Ste. Marie, upbound. MADDEN, 

NOQUEBAY, MAUTENEE, WESCOTT; 8 am. 

Arrived: Ashland, Wisconsin. NOQUEBAY. 


Cleared: Ashland for  Lake Erie Ports. LlZZlE MADDEN, 

MAUTENEE, NOOU�BAY 


NOQUEBAY caught fire and burned while en route t o  

Buffalo. She was beached in Julian Bay, near Presque 

Isle Point, Stockton Island. The loss was reported in 

the Detroit Free Press, October 10, 1905. 


'(from Detroit Free Press, Toledo Blade, Duluth Evening Herald) 
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Review of ihe passages provides some insights into NOQUEBAY's trade pattern 

and general running t imes  between ports (Figure 3). Gaps in report ing passages 

are evidewi, however, an  uriderstariding o f  [he basic activi-ties of i-he vessel can 

still be gleaned f rom .this iriforinuLion. The above i i o les  are loosoly grouped bv 

trip a n d  a r e  reported as  -they appeared in contcinporary newspaper accourrts. 

It i s  generally accepted that I\IOUUERAY received tier name frorrt .[he hays localctd 

i r i  IVIichigari, Little Bay De No(: and Big Bay [Ie I\loo. Various spellings of the 

vessel name have appeared, sotme as 'two words, others a s  one. On her 

docunients of enrollment it appcars  as IVOQUEUAY, while in IVIarisiield's History of 

the Great. takes ('1899) it appears as  IUOQUE BAY. Corrternporary newspaper 

accounts have the vessel's riarrre spelled both ways, while .the name pairiietl on 

her bow appears 'to be 'two words .  7't-ie docurnenis of erirollrnerit are the  vessel's 

officiat records and -the spelling ihere is considered correct. 

Lumber production i r r  the Great Lakes region reached a peak in 1802, 10 years 

after I\JOCZUEBAY was built. IVloverner~i of lumber via lake shippers began io 

decline in the late 1890s as  forests ctose t o  Lake por ts  were depleted arid 

shipment bv rail became more efficient and econorriical. Coal  shipment bv lake 

carriers steadily increased, al ler  the completion of carials a r id  railroads, frorni 

rnines to shipping ports in the rriid--'l8OOs. It was not until the  early lR80s .that 

railroads began to slrccoss.fuIly corripete with lake carr iers. IVOUUEBAY was 

active in the lurnber rrade duririg irs peak on the  Lakes arid was i-ransporling bulk 

salt and (:c)al across Phe lakes before rail transportation was feasible. 

Historic Desc r ipt ior\ 

There are tm known plarrs for  IVOQUEBAY or her sister ships lVlAUTElVEE and 

PEWTIGO (Plate 2). The only infarrnation that is available or1 her consrrucrion 

comes  from her docurnents of enrollment, which includes only yerieral 

specifications, and historic photographs of the vessel in tow o r  docked. IWost of 

the itiformation presented below was generated as a result of rhe field work 

conducted on the site in September 1984. 
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Plate 2: NOQUEBAY's sister ships, WlAUTElUEE and PESHTIGO, were built in I873 arid 
1869, respectively. IVIAUTEIUEE, shown here at  the Central Gra in  Elevator in  
IWilwaukee, is waiting fo r  a cargo. This v iew of the vessel, from h e r  port stern, 
cleartv shows tho af ter  deck house and stern derail. Photo courtesy of C. P. Labadie, 
frotvi Herinan G .  Rurige Collection, IWilwaukee Public Library. 
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NOQUEBAY was a schooner barge built in 1872 to  carry bulk cargos of lumber 

and coal (Plate 3). She was 205.2 feet long, 34.7 feet in beam, and  the depth of 
her hold was 12.5 feet. The vessel's gross tonnage was 684.39 and 652.05 was 

her net tonnage. From keel t o  rail she was built of wood; a double hull and 

double frames were used throughout. She had one deck and a large unbroken 

hold. NOQUEBAY had a square stern, plain (straight) bow, and two short masts. 

She was rigged as a modified schooner, i.e. schooner barge, with the fore- and 

mizzenmasts reduced to  a lower mast. These masts were set up with two 

backstays each; the headstay from the foremast was secured aft of the tow bitts 

and forward of the deck winch. She was probably rigged "running" so that her 

sails could be moved out of the way during loading and unloading. The running 

rigging was made fast to  a pin rail a t  each mast or to  pin rails inside the 

backstays. She was probably built without chainplates or channels; rather her 

backstays would have ended with turnbuckles a t  the deck inside the rail. 

NOQUEBAY had a clear, unbroken deck with three cargo hatches plus a 

booby-hatch. This deck and hatch arrangement often resulted in t h e  tendency of 

a vessel to  become "hogged" or lose sheer. As a result she was strengthened 

with an internal strap and rod arrangement. The pilothouse was aft, possibly 

atop the aft deckhouse which served as crew quarters. A small steam donkey 

boiler was placed below decks in the forecastle. A deck winch and a windlass, 

also forward, were used to  hoist anchors, sails, work the pumps ,  and possibly to  

help with loading and unloading of cargo. At the time of her loss NOQUEBAY's 

lower hull was painted white as was her forecastle (Plate 3), while a portion of 

her hull, up to the level of the main deck was painted a dark color, probably 

black. 

Descriotion of Loss -- The Wreck Event 

NUQUEBAY and MAUTENEE, in tow of LlZZlE MADDEN, departed Bayfield, 

Wisconsin, on Sunday morning, October 6, 1905, for Bay City, Michigan. 

NOQUEBAY was loaded with 600,000 board feet of hemlock lumber (Ashland Daily 

Press 10/10/05) bound for Buffalo's lumber yards. When the tr io had traveled 
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Plate 3: NOQUEEAY, a lumber  schooner, was bui l t  in 1872 a t  Trenton, Michigan fo r  the 
Peshtigo Company. This photo, ‘izken in  the ’ 1 8 9 0 ~ ~  ashows the vessel heavily laden ~ i t h  
l u m b e r  cargo. P h o t o  courtesy of C~ P. Lzbzdie, f r a m  Herman G. Runge Col[Esction, 

i l v a  u kee PubIic Libra ry. 



approximately 20 miles east of Bayfield, NOQUEBAY caught fire in the forward 

part of the ship, apparently around the donkey boiler. It was reported in 

contemporary newspaper accounts that the fire started while the crew was eating 

their noon meal in the after deckhouse. As a result, crew members did not 

notice the smoldering flames until they had become widespread and, a t  that 

point, were unable to successfully fight them, 

LlZZlE MADDEN immediately started toward Stockton Island, the nearest landfall, 

in an effort t o  beach the burning vessel in shallow water. The crew was able to  

toss overboard approximately 175,000 board feet of lumber before they were 

forced to  abandon ship. NOQUEBAY was reported to  have burned to  the 

waterline, corning t o  rest in Julian Bay near Presque Isle Point on the east side of 

Stockton Island, in approximately 12 feet of water (Plate 4). She was valued a t  

$7,000 a t  the time of her loss, and was insured for $5,000 (Detroit Free Press, 

October 10, 1905). 

LlZZlE MADDEN and MAUTENEE proceeded to  Sault St. Marie, where they wired to  

Buffalo that NOQUEBAY and her cargo had burned. 

Post-de positio na I Impacts 

Immediately following the loss of NOQUEBAY, Captain C. H. Flynn, of Duluth, 

traveled to  the site on the tug FASHION to  assess the damage and determine a 

course of action for salvage of the vessel. He was able to  recover the 175,000 

board feet of lumber along with the ship’s anchors. Due to the extent of damage 

to  the vessel, no attempt was made to raise her, although that possibility was 

reported by the Bayfield County Press on October 13, 1905. No other reports of 

contemporary salvage efforts have come to light. 

NOQUEBAY lies in a shallow cove which i s  exposed to wind driven waves by 

winter storms. Storms during the winter of 1905 most likely contributed to  the 

breaking up of the  vessel. Ice shelving that winter, and during subsequent 
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Ptate 4: Park Hanger Elen lVlaurer points out the approxirnate location of NOQUEBAY 
on the east side of Siockion Island. Photo by Fmrr Potvien. 



winters, contributed to  the vessel's break up and probably damaged some 

exposed portions of the vessel. 

The first documented visit t o  the vessel by divers occurred during a training 

course at Apostle Islands National Lakeshore in July 1984. Up t o  that time n o  

known sport diving visitation had occurred a t  the site. It is not  known whether 

any looting of the site had occurred prior t o  its "discovery" in 1982. 

Prior Research 

Until 1982 NOQUEBAY rested undisturbed and nearly forgotten. Park Historian 

Kate Lidfors first spotted an "unusual shadow or  feature" off  Stockton Island 

during an overview f l ight in a small plane. Later, Stockton Island Ranger Elen 

Maurer took the park boat out t o  the location that Lidfors had described and 

looked a t  the site through a scuba face mask. Maurer confirmed the presence of 

wooden structure and made a rough sketch of  the site (Maurer 1982). 

The site was visited briefly by Submerged Cultural Resources Unit archeologists 

and sport divers in July 1984, during a cultual resources training session. During 

subsequent dives on the vessel i t  was determined that the integri ty of the the 

site was very high and that it represented a significant new resource within the 

park. Later, in a trip report Lenihan (1984) recommended that the site be 

documented and considered for possible eligibility to the National Register of 

Historic Places. In September 1984, the site was mapped, photographed, and 

videotaped under the direction of a Submerged Cultural Resources Unit 

archeologist. The results of  the September documentation effort are reported in 

this document. 

Administrative S ta t  us of NOQUEBAY 

The site was closed t o  a l l  sport diving immediately fol lowing the July discovery. 

The site remained closed for  the winter months of 1984-85 pending a decision by  

the US. solicitor o n  ownership and jurisdiction over t h e  vessel. In February 1985, 
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Apost le  Islands National Lakeshore received the solicitor's opinion which 

determined that, although the  site was within t h e  l /4  m i l e  offshore boundary of 

the park, t h e  vessel did not  c o m e  uiider  park jurisdiction as t h e  State of 

Wisconsin has retained ownership of the lake boltomlands (Ferraro, persorial 

corrirnunication 'I 9%). The si.te wi l l  remain closed to t h e  public until a resource 

rnanagerner1.t approach has been jointly agreed upon by the takeshore a n d  the 

S ta te  of Wisconsin. 



IV. NOQUEBAY SITE DISCUSSION 

Site Location 

The remains of a historic wooden vessel lie in a small cove, known as Julian Bay, 

on the eastern s i d e  of Stockton Island, within the Apostle Islands group (Figure 

4). The vessel is approximately 5 miles northwest of Gull Island t i gh t  and 1 mjle 
north of Presque Isle Point. The site can be located by traveling i n  a 

northeasterly direction from Bayfield, approximately 20 miles to Stockton Island, 

rounding Presque Isle Point and traveling on a bearing of 361' toward a marsh 

and small stream outlet (Figure 5). Its unprotected location (Plate 5) is subject t o  

heavy surge and breaking waves f rom winter storms which come out of the 

east/northeast. Summer storms normally do not  impact the site as their 

direction of travel is out of the w e d s o u t h w e s t .  Sand, deposited over the site 

throughout the summer months, is scoured out by winter storms. Ice shelving 

and movement over the site has done little overall damage, other than directly 

contriburing t o  the vessel's initial break up. 

Research Methodology 

A total of 54 persondays of diving were completed on the wreck. Several 

specific objectives were outlined for the Apostle Islands shipwreck project, they 

included: 1) obtaining a verbal description and photographs of the site location; 

2) determining the nature and extent of the wreckage present; 3) developing a 

base map, wi th photo and video documentation, of the site to  aid in analysis, 

identification, and interpretation; 4) test ing i n  selected areas t o  determine the 

method of construction and internal structural support used in t h e  vessel; 5) 

familiarizing the Lakeshore diving, cultural resource, and protection staff with the 

resource; 6) providing additional training in submerged resources documentation 
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techniques to  the 12 VIP divers participating in the project; and 7) providing 

recommendations for the vessel’s management. 

The methodology used to  meet these objectives included trilateration 

measurements of al l  wreck elements; photographs of construction details; 

videotaping of a l l  significant features and major elements; detailed measurements 

of artifacts, centerline and sister keelsons, and the steering gear assembly; 

limited removal of sand overburden in transects on the starboard side of the 

vessel, along the limberways and keelsons; removal of overburden a t  the wheel 

and steering gear assembly; and testing in an area in the stern, and in a very 

small area in the bow. Both an air lift and jet pump were used to  remove the 

sand overburden. This activity was monitored by diver-to-surface hardline 

communications and by on-site inspections by the principal investigator. The VIP 

divers, who donated and used the excavation equipment, displayed sensitivity to  

the resource and worked well under archeological supervision. Diver 

reconnaissance of the area was also conducted in an effort t o  locate additional 

pieces of wreckage. With the exception of a large section of truss rod protruding 

from the sand just east of the main wreckage concentration, no new wreckage 

was located. 

Site Description 

The vessel lies broken and scattered directly offshore on a coarse sand bottom 

which gradually slopes eastward toward the open lake. Depth of water over the 

site ranges from 8 to  12 feet and visibility averaged 15 t o  25 feet. There is no 
site number presently assigned to  the vessel, either by the park or by the State 

of Wisconsin. 

The wreckage field trends in a Norlh/South direction for approximately 230 feet 

and is nearly 125 feet wide. The site covers 28,750 square feet; close to  2/3 of 
an acre. Large intact sections of port and starboard side (hull) are present, as 

well as  154 feet 6 inches of intact bottom (hull). Structural support elements 

consisting of truss rod and hogging strap are well represented across the site. 
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The bow has broken away and l ies port  side up wiifi wore i i i a r i  Iral~i of the 

structural rcrnairrs buried in l t ie deep sand. Nurrierous small artitacPs arc 

scattered in this general area 0.E t he  site including nails, a cast  irori pot, pipes arid 

,fittirigs, tackle blocks, pad eyes, wire rope, a spiral wood auger ,  'L) rriooririy bir, jib 

hanks, and a hoiler grate. Pieces of coal and srriall pieces of hurried wood arc 

also preserit. IVone of Lhe lutnber cargo was iourid a r  the site. 

Three major pieces 0.f machinery were identif ied on the site. A dorikev boiler, in 

good coritlirion, wi th  associated piyirig is resciiig or1 i'ts side near .the how 

section. Pieces of a windlass, marici iactured by Globe lrori W o r k  of Clevelatrd, 

are nearby. 'Hie ship's wheel, w i l y  partially exposed, l ies e a s ~or itre stern. 

The depth of t h e  sand overburden across the site, based on tesl excavatiorr a r i d  

probes, ranges from a few inches .to better rhan 5 feet. The sand  h a s  directly 

contributed to  -the excellewi: condition o i  t h i s  vessel's rernairrs. t.i has  served as il 

protective covering against i ce  shelving and s.lorrn driven waves. Li,ttle or no 

rirgariic impacts have occurred a.t the site. 

Site Analysis-. 

A verbal description of .the site Iocatiorr ( s e e  above) arid photograptis of  -the area 

were . the f i rst pieces of data generated. The vessel's remains consist of five 

major comporrants: ship's wheel, bo-i.Porn oi d i e  hull and  keelsons, pot? side, 

starboard side, arid bow; these are indicaied or1 t h e  base r m p  (Figure G ,  located 

in .(tie pocket inside the back cover of .this report). IUumcrous small artifacts are 

also present; these were ploPted in and l isted hut riot itidivirlualty represerited or1 

the map. Their general location i s  i r rd iwted as an artifact scatter. 

A base line was laid frorrr an arbitrary point near  t he  ship's wheel, lo the sierri 

deadwood, along the ceriterline keelson, passed Ptre bow section t o  an arbitrary 

point adjacerii io the bow. Two throe-foot sec:Sions a i  rebar were pounded into 

the sand bottom; these served as the beginning arid ending d a t u m  poin-ts for  the 

base line. The base line, consisting of number 18 riylori line, was measured off in 
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10-foot increments, beginning at the wheel in the stern area, and marked with 

numbered Ptexiglas tags. In all a base line 260 feet long was laid. 

The arrangement of the various components clearly represents a vessel which 

settled squarely on the bottom of the hull. As wave action, surge, winter storms 

and ice shelving attacked the partially burned vessel, the expected wrecking 

processes began. The vessel began coming apart a t  points of  structural 

weakness, in this case just above the turn of the bilge and in the areas of the 

bow and stern deadwood. Port and starboard side sections felt outward, leaving 

t h e  entire centerline keelson and bottom exposed. 

For purposes of clarity and the fol lowing discussion, five major components or 

features on the site have been indicated on the base map. They are: the ship's 

wheel, keelsons and bot tom of the hull, port side of the hull, starboard side of 

the hull, and bow. The fol lowing discussion addresses each component 

separately. In addition a summary of NOQUEBAY's key construction attributes is 

provided in Appendix 3. 

S hip's Wheel 

The wheel, which was found partially exposed in  the deep sand that  covers the 

site (Plate 6),  is 67 fee l  southeast of the stern deadwood on the starboard side of 

the  vessel. The zero point on the base line was placed adjacent to the wheel 

(Figure 6 ) .  Identified a 5  a mechanical steering gear, after excavation, the wheel is 

articulated with the steering mechanism (Plate 7). The mechanicat or "patent 

steering gear" came into use in the latter half of the 1800s (Paasch 1890). The 

rear standard, rudder head (or stock) and stuffing box (through the main deck) 

were not present. No evidence of the wheel box, emergency tiller, or log reel 

were located during excavation. 

The wheel is in remarkably good condition, the only obvious attr i t ion being the 
deterioration of the wood on the handgrip spokes, bending of  the three exposed 

outside handgrip spokes or handgrips and a crack in the rim. The diameter of 
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the  wheel is 4 Peel 5 inches,  while . the U spokes each measure  22-1/2 inches 

overall (Figure I). The spokes, center hub arid hex nut are bronze; .the wlwel  r im 

i s  SPeel. Tho spokes are 7 / 8  inch it1 diatno.ter wi-tti a ' [ - ' 1 / %  inch cap. The ceriler 

hub iliarneker i s  f\-'l/2 inches overall with a '1-.7/8 inch ceriter hex r1u.L backed  b y  

washers. The r iarne of the rnariufac-iurer ol' the wheel and steering mechanism i s  

still visible on ltie wheel rim; (hey are Coff in and Woodward, Boston, 

IVIa s s a (: t i  I1s e'tts. 

The mechariicat sleeririg gear arid spiridle (Figure O), also catled worm gear or 

screw gear, a r e  made  of steel or iron and are in a n  cxcel lerrt  state of 

preservai iot i .  The guide rods are in p lace as is the voke a n d  yokt! bolP. The 

couplirig rods are missing; however, the Ireverse riuts are i n  place. Only the  

cross tiaad tori plate was preserri. The spindle is 34-'1/2 inches long, with 'I5 

exposed r igh i - - Id t  spindle th reads  a i  1 per inch,  anti 8 exposed right-teft spindle 

threads a l  'I per 3 inches. The siserirrg wheel spindle is 2-'l/4 inches in diameter 

and it is  4 f e e l  4-1/2 inches lorig to  .the wheel. The overall lerigrk of the 

steering rncchsnisrn, including llre wheel i s  5 .feet. 

Several art i facts were discovered during excavation of the wheel a t i d  steering 

rnechanisrn, .they inclcided: a leri$j.tli of wire cable 'I inch i n  diarrte-l-er, not a-ttached 

to t h e  wheel; 9 square spikes varying in size frorn 5 to 9 inches long bv 7/16 

inch in cross-~.seclion;6 round riails varying in size ,from 8 lo '14 inches arid 3/4 

inch in diarneter; and a 't-hv-4-iricti piece o i  tongue and groove board,  painted 

beige, wi th a small segrnen'i: of canvas  at tached via s ina l l  nails. 'These i tems 

were identi'fied, measured, and lef t  in p lace  under If ie wheel arid steeririg 

assembly. 

Following the mapping, photo, arid video docurnenlation of this iearure, it was 

reburied. 'This was done GO proiecr che wheel t rom wiriier storms, ice action, and 

possible varrdii I'i s m .  
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NOQUEBAY 

Julialr B a y ,  S tockton  Island 

APOSTLE ISLANDS NATIONAL LAKESHORE 

Ships W h e e l  ( Obverse V i e w  
L. M. Florentr  

D I V E R S  : Fran Potvlen  2 1  S e p t .  1984 
D r .  R .  Boyd 
om caine  
L. M. Florentr  

Figure 7 :  
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Figure 8: Steering Gear 



Keelsons and Bottom of the Hull 

The centertine keelson, sister keelson, and floor keelsons show very little 

deterioration. One hundred fifty-four feet six inches of intact bottom is present. 

The interior width of the bottom to the thick ceiling strakes a t  the turn of the 

bilge is 28 feet. Overall the vessel's width, outside, was 34 feet 8 inches. The 

floor keelsons are 8 feet 6 inches from the sister keelsons and 2 feet 9 inches 

from the thick strakes of the bilge ceiling a t  the turn of the bilge. The floor 

keelsons are 12-inch-by-&inch timbers. The port side floor keetson is only 

intermittently exposed due to sand overburden, while a full 83 feet of starboard 

floor keelson is exposed 1 
. 

Centerline Keelson: The keelson assembly consists of several elements; the main 

keelsons, the port and starboard sister keelsons, an extra section or length of 

port: sister keelson, and a rider keelson (Figure 9). 

The main keelson is composed of two stacked timbers, each 14 inches by 14 

inches. The main keelson broke a t  a point of weakness, a t  the scarph in the 

stern. The scarph joint used on al l  of t he  keelsons is the same type, a hooked 

scarph. The scarphs found on the vessel are a uniform 5 feet in length. This 

followed the ship building rule of the era which called for making the keelson 

scarphs "equal t o  a t  least two frame intervals, that is double the room and space" 

(Desmond 1919:55). 

'The term "floor keelson" is the most technically correct term for the wooden 
longitudinal strength member which lies outboard of the centerline keelsons but 
inboard of the turn of the bilge. Floor keelson is not a term which has been used 
in describing construction elements of salt water craft of the  period; it appears 
this terminology may be unique t o  the Great Lakes (C. P. Labadie, personal 
communication). This term has been generally applied, in the available 
contemporary literature, t o  wooden lake vessels that have been constructed with 
an internal arch for longitudinal strength (Buffalo Commerical Advertiser, July 
1870, August 1875; Detroit Free Press, July 1886). In vessels of iron or steel the 
same member is referred to  a s  a "side" keelson or "half-floor" keelson (Paasch 
1890:65);de Kerchove 1947:734). 
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Figure 9: Centerline Keelsons Cross Sec-tiorr 
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The rider keelson, resting atop the main keelson timbers, is also 14 by 14 inches. 

A rider keelson is usually added t o  provide additional longitudinal strength. its 

extant length on the vessel is 28 feet 6 inches. When the main keelson gave 

wav, the rider apparently failed wi th it. 

Several features were noted along the main and rider keelsons (see Figure 10 

Centerline Keelson Plan located in the pocket inside the back cover of this 

report). lrnmediately forward of the main keelson break a t  base line point 72, a 

notch or groove 4 inches in diameter, round in cross-section, was found which 

passes vertically through the rider and main keelsons and extends t o  the 

limberway. The groove is clearly visible on the port  side of the keelsons. it is 

most  likely a bilge pump access. No remains of the bilge pump were located. 

The mizzenmast step is located on the rider keelson at base line point 89. The 

rectangular step is cut  out of the rider f rom the starboard side; it is 18 inches 

long by 9 inches wide (see mast step detail, Figure 10). Two wood  btocks are 

fitted into this space, making the mort ise overall dimensions 14 by 6 inches. The 

step is filled wi th nails, wedged lengthwise, and sand, making it impossible to  

obtain accurate depth measurements. 

The rider keelson ends a t  base line point 100. It is not  broken or removed, a t  

this point it steps down to  the main keelson (Plate 8). 

Between base line point 110 and 130 several deep grooves across the top of the 

main keelson were found. These grooves match exactly the size of the nails 

used for the centerline hold stanchion-post tongitudinals. These elements are 

also referred to  as stringers in some contemperary literature (Buffalo Morning 

Express, September 1882). At this point on the keelson there are n o  remains of 

the centerline hold stanchions or the longitudinal strength members. It is no t  

unti l  base line point 146 that remains of these longitudinals are found (Plate 9). 

The longitudinals are 3 inches wide and 9 inches deep; t h e  extant section a t  this 

point measures 11 feet 3 inches. Two stanchion-post remnants are tocated a t  
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Plate 9: The centertine stanchion-post remnants a t  base line points 149 and 153, 
measured 6 by 6 inches. The extant longitudinals a t  this point were just over 11 feet in 
iength. The additional port sister keeison, presumably in the area of the cmterboard, 
appears on the left of the photo. 



base line points 'I49 arid '153. 'I'hey tneasurc G by 6 iriches arid starid 

approximately I foo-t high. Ctie lorigitudiriats and starichions show evidence 11.t 

rounding arid rubbing, possibly frorri sand  abrasiof i  or from ice shelving. Three 

seclioris o f  lorrgjtudinals were identified in all; each had reinairis [ i f  
_ .

stanchion-posts. Portions ol' four pos is  remain in p lace 011 the site. I tie spacit ig 

between two pasis, which appear .Po be  i n  itieir original loca t i r i r rs ,  is 4 fee-( ori 

c e riter. 

Ari unusual l-eature 011 the  main keelson apriears a t  base line poitit 206; t h e  

lceelsorr narrows 'to a width of 9 inches and then flares out orice again lo i.ts full 

'14 inches (Figure 'i(3). This poirit i s  very near -tine end of the oxtari i  iriairi 

keelson. The length 0.i; I h i s  narrowed area is 'I8 inches. lrnrnediately forward of 

-the feature is a wood cap ,  rest ing on h e  Lop o-i tf1e Iceelsori, that  rneasures 4 i e e t  

S inches by 3 inches. A similar piece of wood appears or1 each side of the 

keelson. These caps  provided boilr roiriforcerrieri.i a n d  protection for Phe main 

keelson. The narrowing of t t ie top t imber o-f tho rnain keelson expased a 

platform, I8 inches wide a t  .the keelson's narrowest poirit, on .the bot tom -timber 

of rhe ma in  keelson a n d  -the s is ter  keelsons. 

There  i s  no qucsi ion t h a t  t h i s  rrarrowing ol the i r l i l i r i  kee lsot i  was purposeful and 

was most likely done to  accorrirrrotlalc a piec;e of rrrachinery or some other 

cans.truc.tiori e k r n e n t .  The location of th is  mi - rowed area in proximii-y to  the bow 

and .the reinforcing keelson caps suggests  it rnay have been the poitit a t  which 

.the l o w  bilis  may have tied into the keelsoris. The tow biPts are visible in a 

photograph o i  I\IOQUEBAY (Plate 3 Historic rJlroto). 

The last several feet of t h e  main keelson, .toward the  bow, show clear evidence 

of burning. The charred timber i s  iriiact with riuirierous nails sticldng up which 

orice hold the top and bottorri m a i n  lceclsori tirnbors together. 

Sister Keelsons: During investigation of the  vessel, the part and starboard sis.Cer
___--


keelsons were cleared of sand i o  faci l i tate exarninatjon. During this process 

._several ari:ifac.i:s were urrcovered or1 the port  side. lhe i r  location was 



documented and they were measured and photographed. The items uncovered 

included two hoist ing blocks or gins, used with a derrick or  cargo boom for  

loading or  unloading cargo; one lifting tackle or purchase with pad eve, used for  

lifting cargo or machinery; a 3/4-inch ring wi th t w o  thimbles, used t o  protect 

ropes from chafing in conjunction wi th a tackle; t w o  small pad eyes; and a horse, 

often placed between the fife-rail stanchions t o  which the leading blocks are 

rove or secured. Several fasteners were also documented which included four 

3/8-inch square spikes, three 3/4-inch rivets. All of these were located on the 

port sister keelson between base line point 204 and 206. 

One hundred twenty-f ive feet of the port sister keelson remains on the wreck. It 

ends a t  base line point  82-6 in the stern. The starboard sister keelson ends at 

base line point 80 and is extant for  130 feet. Both were covered only by a th in 

layer of sand. The fact that these keelsons are not  the same overall length is no t  

necessarily unusual for  wooden vessel construction. The point a t  which sister 

keelsons begin and end along the centerline of a vessel is normally where the 

width of the hull narrows and the deadwood build-up starts. The length of the 

sister keelsons is dictated by both the narrowing of the bottom hull and the 

length of the t imbers available and used for  the sisters. 

The sister keelsons are 12-inch-by-14-inch timbers, once again in an excelient 

state of preservation. With the exception of burning evidence in the area near 

the bow, they are undamaged. A wood scab, 3 inches thick by 10 feet 6 inches 

long, is present a t  base line point 99-6 on the port  sister keelson. A similar 

piece i s  present on the starboard sister keelson at the same location. This 

feature appears again o n  both the port  and starboard sister keelsons at base line 

points 136 and 178-6 (Figure 10). The beginning and ending points of the extant 

stanchion fongitudinals coincides with the placement of these caps. The keelson 

caps provided some additional protection t o  the keelsons during the loading and 

unloading of cargo. 

The scabs or keelson caps were ctearty placed on the sister keelsons directly 

under the  hatches. Based upon the number of keelson caps found on site, i t  
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appears that the vessel had a ,total o f  four hatches. I h e s c  hatches were not 

evenly spaced. Tho spacing varies from 26 feet,  betweerr the aft ha tch  (No. 4) 

and m a i n  hatch (No. 3), 33 feet between .the m a i n  arid forward hatch (No. 2), arid 

'I7 .feet 6 inches betwoerr t h e  lorward hatch arid Iho booby tiaicti (No. 'I). All but 

hatch number 'I are the sarnc sire, that is 'tO feet G inches long. The nurnher 'I 

ha.lch size i s  estimated to be li feel G i r iches long, based upon t h e  beginning 

point o l  The slatrchioiI p o s t  lorigitutliinals arid the  length or ltre forward keelson 

cap. 

A feature rioted along the p o r i  sister keelson is arr extra keelson which begins a t  

base line point '188-6 and errtls at hase line point '151 (Plate 9). Th is  keelson is a 

single tirnber, rneasuring 12 by '14 inches and  is 37 feet 6 inches long. This extra  

keelson i s  r iot dupl icated 011 the starboard side. It was reported in ~ _ _ _Inland Lloyds 

Wlarine Register ('I 902) .that, in 'IYOn, IUCIQUEBAY was equipped with a 
____I _____I~ 

centerboard. Centerboards came into gerieral use on Arrrurican schooners about 

'1815-1825 (IVlacGregor 'I9U4:'141). Although they may have been considered in 

t h e  design of srriatt lake schooriers in Slie very early '1800s (Chappelle 'lSS'l:40). 

110 direct evidence of a centerboard was found (luring docurnentation 0.f the 

vessel. Further, no contemporarv newspaper accourrts provide information on the 

remioval ol IUOQUEBAY's centerboard. While remains of a cen.krhoard were not 

found other anornalous features strongly suggest the area of the exrra port 

keelsorr as -the probable location 0.F the ceriterboard. 

One such atiomaly associaled with this extra lteelsoir is l h e  abrupt appearance 

and disappearance of triple f rames.  The after-most set of Triple .frarries 1ot:ared i s  

a t  base line point l40. Careful exaniinatiori of rhe l imberway irnmedia'tely aft of 

this point revealed only douhla frames. The most furward known localiori of 

tr iple frames is at point  I80 on the base line (see Figure 10). The charrge in the 

f rar n  ing pal lerr1 ir i  d ic a t  es fha t s orir e ir i  t e r r la I reir i  force rner it was deerned 

necessary by the builders. This may have been to  accornrriodate a centerboard. 

Triple fraiiies are riot used consisterr'cly between these two points, rattier double 

frames appeared on either side of the  exposed triple frames. The framing pa.tterri 

a l sa  does not f i t  a straightforward double-triple-double pattern; s o m e  other 
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combination of double and triple frames is employed. One possible combination 

that fits the exposed double and triple frames is a triple-double-double pattern, 

however this is speculative. Further examination of the area immediately forward 

of the extra port keelson would help to  clarify the framing pattern. 

A second anomalous feature is a rod and shackle tied into the main keelson a t  

base line point 140 (Plate 10). It is attached on the port side of the sister 

keelson a t  the level of the limberway immediateIy aft of the last set of triple 

frames. No equivalent feature is present on the starboard sister keelson. 

Very little descriptive information or sh ip  plans are available on t h e  execution of 

centerboard keels. One exception is the iron schooner ANNSBRO, built in 1846 in 

Ireland. According to  her plans, described by MacGregor (1984:155), the 

centerboard or drop keel was pivoted from a point on the main keelson and the 

pivot point was toward the bow. In the case of the Apostle Islands vessel, the 

pivot point may have been on the port sister keelson. The pivot point was not 

located during examination of the vessel. However, some mechanism for raising 

and lowering the centerboard is required. This mechanism would have been 

located just aft of the centerboard, if ANNSBRO can be used as an example. It is 
possible that the rod and shackle found may have been associated with a 

mechanism for raising and lowering the centerboard. 

The fac t  that an extant centerboard was not located does not discount this vessel 
having such a feature a t  one time in her life. The appearance of the extra port 

keelson and build up of hull frames only in a specific area of the vessel suggest 

the presence of some constructional element out of the norm; this was probably 

the centerboard. The extra port keelson most likely covers the hole where the 

centerboard was once located. 

Fort Side of Bottom: The port side of the bottom, from the floor keelson to  the 

turn of the bilge, is buried (Figure 6 Base map). The vessel’s double frames, 

constructed of 6-by-12-inch timbers, forming 12-by-12-inch frames on 24-inch 

centers, are exposed in the stern adjacent to the centerline keelson. They are 
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also visible a t  the starboard f loor keelson and at the turn of the bilge on t h e  

starboard side. 

A small area of the bottom ceiling is visible on the port side. The planks vary in 

width f rom 10 inches t o  16 inches with a uniform thickness of 3 inches. The 

planks are double fastened with 3/4-inch square nails, none of which have clench 

washers. Small  boulders are present, wedged in between t h e  exposed frames on 

this side. 

Several artifacts were identified in this area. A 5-foot section of 1-1/4 inch 

diameter pipe, threaded on one end, was lying in the limberway near base line 

point 75. Additional sections of pipe were found lying in the timberway between 

base line point 80 and 90. A twisted section of 1-1/2 inch diameter rod with a 

76-inch turnbuckle was also present between base line points 90 and 100. A 

cast iron plate, approximately 11 by 11 inches, was found on the port  sister 

keelson at base tine point 103. One side of  the plate has three small ridges and 

the inscription "874 Born". The f l ip side has one diagonal ridge and a small 

raised catch or knob on one edge. This may have been part of a small stove 

used in  the af t  deckhouse for heating and cooking. 

Starboard Side of  Bottom: The hull is intact to  the turn of the bilge on the 

starboard side (Figure 6). A narrow strip of the starboard bottom was cleared of 

a thin layer of sand in the area of the stern (base line point 90). The ceiling 

planking exposed is similar t o  that found on the port  side. The planking in this 

area does not: extend to  the f loor keelson, however, frames are intact up t o  the 

turn of the bilge. The thick strakes of the bilge ceiling are visible on the 

starboard bottom between base line points 99 and 113 and again between points 

121 and 157. In all 50 feet of the bilge ceiling is articulated on the starboard 

bottom. One section, 16 feet long, is missing along the exposed bilge ceiling. It 

broke cleanly a t  a scarf joint; that joint is 4 feet long. 

The thick strakes at  the turn of the bilge are 5 1/2 inches thick by  10 t o  16 

inches wide. Coaks appear for  the f irst time, in the construction of this vessel, in 
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t h e  bilge ce i l ing.  These are wooderr "dowels" which are la id  iri.to t h e  surface of 

two adjoining t imbers  lo prcvcr i i  slippiiig or slidirrg endways, i .o.,  lorigitudiriallv. 

The bilge ce i l i r ig  has 2--inch coaks, spaced 011 24-inch centers, fallirig be tween 

f rames.  The ti i lye ceiliricj fasteners tiif.fer .from t h e  cei l ing or1 the boitorrr orily in 

tha t  t h e  double fasteners al ternaloly h a v e  'I-jricti diameter clerrch washers (Figure 

'1 '1) .  .This fasieriing patterrr begiris a t  'rfie iiirri of t h e  bilge arrd corr i inues t o  llre 

rnain deck. 

A second .(ransect of bottom hull on the starboard side was cleared between 

base l i r ie points '140 and '145. Ceiling planltirrg rerriairis iri place irr i f i i s  area up to  

the break a l  .the turri of the bilge. The same plariltirrg arid fastening paltern f o u n d  

ori the p o r i  a r i d  starboartl s ier r i  areas is r n p e a t d  here. 

At base l iue point 160, adjaceril .to rho starboard sis.tcr Iwclsorr, a 25-foot section 

of i russ rod begins. This  section of rod, with 21 22-by-4-jricti turrrbuckle, i s  one 

of several represented on ,the site. The rod i s  uniforrrtly ' l - ' l /2 inches i n  

diameter; where i t  articulates with the turnbuckle il i s  .threaded lo facil i tate 

connecting and adjustmenP. There are 5 art iculated turnbuckles exposed or1 the 

site .that are ei.ther 22 inches or 24 inches long. Two of .the turrrbuclcles are 24 

iriclies by 4-1/2 i n c h e s  a r i d  -three are 22 inr:tres by 5-1/2 inches. I t  i s  probable 

that a.t least one additiorial .turribucltle wo~ibd have beerr useti on i t i i s  vessel, 

making a Potal of six. 

In some of the cases the rod a n d  turnbuckles also had flai plaies in association. 

The turnbuckle or1 the starboard side near base l irie point 'I65 has  such a plate. 

It is 4 feet  frorn .the erid of the  turrrbuckle a r id  i s  G by 5-1/2 by 1 inch. The p la te 

is not perperrdicular t o  ,the rod, rather it is a t  a s l ight  angle io the rod. Two 

other similar plates were found on  sectioris of rod, one of which is in association 

with a turnbuckle. The plaie and turnbuckle, located on itre s-tarhoard sister 

keelson near base line point 202, is reproduced in Figure '12. The plate with this 

turnbuckle is the same size a s  'the plate at  base line point l65, however  this plate 

1s only 1 inch frorn the turribucltle ar id i s  perpentl jcular to it. O n e  additional plate 
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Figure '12: Detail of Turnbuckles 
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was located on the site; Phis one is not associated wirh a turnbuckle, and it is a t  

an angle to t h e  truss rod. 

The truss rod and turnbuckles were used on this vessel as  part of her internal 

hull strengthening. The hulls of wooden vessels, long and relatively narrow like 

NOQUEBAY, required internal structural support t o  offset longitudinal and 

transverse strains. If the hull strength is not sufficient t o  withstand longitudinal 

strains the hull will eventually change shape. The ends of the ship may drop or 

become "hogged," or  the middle may drop relative to  the ends and "sag." 

The truss rod was designed t o  reduce longitudinal hogging of the hull. The 

turnbuckles were used t o  t ighten sections of  rod, pulling the vessel bow and 

stern up. It appears that the rod passed up through the deck  near the bow, 

similar t o  truss rod found on another Great Lakes schooner WILLIE LOUTIT (Plate 

I l ) ,  ran down the deck to the stern and then below again. The plates found on 

rod were probably for  deck reinforcement and protection a t  the pojnts where the 

rod passed through the deck planking. Internal strengthening was particularly 

important on NOQUEBAY, since she had no mainmast and no forestays 

connecting the remaining masts (see historic photo, Plate 3). If NOQUEBAY had 

continuous forestays they would have provided some additional longitudinal 

strength to  the hull, perhaps without the necessity for  a truss rod. Further, the 

relatively lighr planking on this vesset's hull also contributed to  the need for 

longitudinal strengthening (C. P. Labadie, personal communication). 

I t  is not  clear exactly how the truss rod articulated with another feature found on 

the site in both the bow and in the stern area. This feature consists of t w o  f l a t  

straps fastened together by means of 18 inch long pins which pass through the 

bow deadwood (Plate 12). Each strap is 6 inches wide, 1 inch thick, and 7 f e e l  6 

inches long. The overall appearance of the feature is t ha t  of a ladder positioned 

a t  an angle to the deadwood, wi th several of i ts lower rungs passing through the 

deadwood. Both of  the straps have a 2-1/2 inch diameter hole, 2 inches f rom 

the bitter end. A similar feature, consisting of one disarticuleted strap, is located 

i n  the port  stern area. No artifacts or other connective devices were found 



fl, ~ ... 
'I. 

j.. 

I..., 



Plate 12: The bow deadwood, constructed of 4 stacked timbers each 16 by 'I4 inches,  has 
two f l a t  straps which straddle the timbers. These straps would have articulated with the 
truss rods as part of the'uessei's hogging system. The driving wheel from the windlass 
is leaning up against the deadwood strap. 



duririg exarnina'tiori of the s i te  which would explain exactly how 'the t r u s s  rod arid 

.the deadwood s i raps  connected. What is clear about .these straps, however, is 

Phal r t iey  did play a role in the overall internal hull strerigtherririg of .this vessel. 

Transverse strains cause the sides o i  a vessel to  bow out or in. Transverse 

strains are m u c h  greator Itran longitudirial strains aiid as s o o n  as a vessel rnoves, 

irI(:Iines, or  p i tches a n d  rnlls, transverse watet pressure works t o  al ter  the shape 

o-f the vessel. I f  .the .framing, especiallv a t  connections between deck beams a ~ ~ d  

side framing, is noi strong enough or properly .fasieried, the knees, a s  well a s  .the 

framing of the decks atrd bilges, wil l  begin 'to loosen (Dosrnorid 1919:35). Irr a r i  

ef for t  lo deal wi th .this problem, the builders used a wide strap (Plate 13), runriirig 

longi-tudinally a t  -the level of rhe main deck. The strap was probably placed 

direc-tly over the deck beams, a t  ihe level of .the decking, a n d  t ied i i i to .the deck 

beams and Imces by fasteners (Figure '13). 

O n e  section of hogging strap, Iving on the starboard side of' -the ship's bo.tloin, 

stretches from .the exposed frames a t  the Iurn of 'the bilge, i-icross the starboard 

.floor keelsoti, to  the  starboard sislcr keelson. It is approxirrrately 44 feet long, 

overall, arid is '18 iriclres wide by '1/2 thick. The 7/8-iirch di i~rr ieterfastener holes 

rna-ich exactly the diameTer of .the riails iourid siiclt ir ig o u t  of the u x i a n t  ltrices oi i  

the starboard side section. Further, the spacing arrd angle of .these holes 

correspond to the spacing and angle o i  l t i e  lcnees verifvirig itrat the strap was 

t ied t o  this feature (Figure -14). 

Port Side of the Hull 

The visible pieces of por i  side are broken into three dis1iric.t sections (Figure G 

Base Map). One lorrg sectiori is outboard up, a second sectiori of t h e  port side is 

deeply buried with only tho .Cogs of the .irarrres visible, while the third section, 

just forward of the previous .two pieces, is  burnad, broken, arid partially buried. 

The deeplv buried section is '16 feet long atrd still has 8 trarne iiwrbers p l u s  

ceiling planking in place. This sectiori broke a b o v e  the turn 05 the bilge where 



m 
w 

Plate 13: The hogging strap w a s  directly tied into the deck beams and knees a t  t h e  level 
of the main deck. Natural knees were used throughout the vessel. Fasteners t h r o u g h  the 
knees are 7/8 nails with clench washers. 
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the ceiling thickness is reduced f rom 5 inches Po 3 inches. A 29-fool piece 0.f 

hogging strap i s  near the .frames 0.f -h is  piece. 

The outboard up section of port  side (Plate '14) is 56 feet 4 inches lorry and i-t.i s  

1% feet a t  its widest point. This piece i s  resting on, arid partially covered by, the  

sand which has bur ied much of .the site. Hull plarikirig on this piece is unifortrily 

7 inches wide arid 3 inches thick. O u r i n g  tier l a s t  days of operation, MOQUEBAY's 

lower hull and forecastle were paiiited white (see Plate 3). 'The uurva.tirre arid 

length of this piece strongly suggests that  -this i s  a portion of .the bot tom,  raitier 

than the side. Smal l  patches of wh i te  paint were found a t  &he edge of ,the 

seams, between the hull planks, on this piece. In addition, a -tar-like substance, 

probably pitch, was found in t h e  seams. Oakum, a fiber thread, was forced into 

.the tho seams of woodori vessels to make them water-tight. After .the oakum 

was in place, pitch was used to fill the seams to  prevent the oakum .from rotting. 

A small chiseled out area, 6 by 4 by 1 inch, is  present or1 one of the hul l  planks. 

There is no physical evidence la suggest the  purpose or use of this recess. 

The las t  piece of port  side is just  forward of .the outboard up section, iri the area 

between base line points 190 and 2110. This area of .the vessel shows evidence of 

t he  burning that occurred i n  t h e  bow area when I\IOc1UEBAY was lost. Hull 

planking, frames, arid ceiling planking are all present. This piece broke a t  the turn 
. _

of the bilge where the thick strakes of r t ie  bi lge oeilirrg appear. I he exposed 

length of arliculated hull is 'I 2 feet; the reniairidor is buried. 

In addition to  the articulated pieces of ceiling and hull planking and irames, there  

are several scattered pieces of both hull and ceiling planking along with several 

f rame timbers. These frames are sticking out of the sand, and may stilt be 

articulated with the bottorn. A sccrion of hogging strap, 23 fee l  long, lies over 

this section of port  side. In all ,  ST-i'eei of hogging strap is present on the port 

side of the vessel. 



Plate 14: Park Ranger Elen Maurer examines a large section of outboard up port side 
Fasteners, frames, hull and ceiling planking a r ewhich broke above the turn of the  bilge. 

exposed. Photo by Joe Strykowksi. 



The combined lerigth of t h e  por t  side sections, which are exposed or1 the site, is  

04 feet  4 itrr:ties. This represents just over  4 W  of the ship's por-l: side. Llctep 

sand and l irni ied t ime on siie prevented  arldjt iorial . test ing or1 l t rc  por t  side of tho  

vesse l  to  determine whether there i:; addit ional port  side present 011 t h e  site. 

Starboard Side of (tie Hull  

.. ._
I w o  large sec l ior is  of .the s~ar t ioar i lside are presori l  or1 the si.Lo. I t i e  two are 73 

-feel and 40 leet long, respectively, arid are intact from jus i  above t h e  tu rn  of lhe 

hi lye to the iwiain deck. Both pieccs are part ial ly buried, w i th  only t h e  f rames 

above -the .tiirri of the bilge and t ips  of ihe krtees exposed. ' I ' h k k  stralces of  iho 

bilge cei l ing are present on both pieces. The doublo-fastener  w i t h  

c lench-washer  pattern found  on the  -thick bi lge strakes (Figure 'I 1) i s  identical Po 

t h a t  found a t  the t u r n  of the bilge on the  s-tarboard bot iorn.  This pattern 

continues, uriintcrrupted, in the ceiling plarrkirig u p  io the main deck. Ceiling 

planks above the Turn of the b i lge vary i n  width from 'I0 to  I 6  inches arid are 3 

inches 'thick. 

An area  on t h o  ?3--foot section ol starboard side was cleared of ;I thin layer of  

sand  in  order  lo gal t ier  deiailed coris.truc.tiori irilorrnatioir. The area r:leared was 

selected because it was not deeply hur ied and several irriact knees were  present 

(Plate 'I 3). 

The vessel  h a s  6-1/2-by-Zrl-by-.38-irir:h knees l h a t  are spaced irregularly 

between 36 arid 46 inches apar t  (Figure I ' I ) .  The knee i s  Pastetied t o  a n  

8-by-lO-by-14.-inch shelf a t o p  a n  8-trV-lO-by--:~',-inr:~~ dagger knee. Fasteriers 

th rough the knees are 7/8-inch treenails with I -inch diarriuter clench washers .  

ExarninaPiori of remnants ut the deck beams  revealed Illat t hey  were 

8 -by - l  O-inch iirnbers. Wlos'c 01 .[lie kriees tiavo 110 deck beam rernr iants,  rather 

they have only i t i e  notch where the trearr'l would have f i i  i r i io  'the krree and shelf. 

The deck hearr~remnants in t h i s  area sttowed rio signs of burning, rather they 

showed evidence of breattirrg. 



Two major construction elements snake their way across the longer starboard 

side piece. A section of  truss rod, approximately 16 feet long, has a 24-inch 

turnbuckle in place; there are no plates in association with this turnbuckle. The 

longest section of hogging strap found on the site, nearly 50 feet long, is 

identical to t h e  other strap sections. Because of the overall length of the strap, 

running nearly the entire length of the vessel, it was necessary for  the builders to  

piece sections together. In this case, the builders used a 6-foot riveted lap t o  

assure adequate strength of the seam and to  prevent slipping sideways. A total 

of nearlv 90 feet of hogging strap i s  present on the starboard side of the vessel. 

The 40 foot  long section of starboard side lies just forward of  the longer piece. 

Much clearer evidence of the fire which resulted in NOQUEBAY’s loss is present 

on this section. While the frames a t  and just above t h e  turn of the bilge are 

undamaged, the vessel’s knees and deck beam remnants are  charred and 

blackened. This piece is more deeply buried than the longer section, and only 

the ends of the fasteners are stil l  exposed. In an effort to  confirm burning of the 

knees in this vicinity and their present state of preservation, a very small area 

over two  knee remnants was tested. The knee fasteners, in an excellent state of 

preservation, were the only remaining evidence of the knees. The fasteners are 

standing upright, securely attached t o  the hull, whi le the observable knee 

remnants are quite burned and charred. 

The combined tength of the starboard side sections, which are exposed on the 

site, is 113 feet. This represents just over 55% of the starboard side. Deep sand 

and limited t ime on site prevented additional testing on the starboard side of the 

vessel to  determine whether there is additional starboard side present. 

Another section of truss rod is located approximately 20 feet east (lakeward) of 
the 40-foot long piece of  starboard hull (Plate 15). The exposed portion of the 

rod is approximately 26 feet long; the remainder is buried in the sand. This rod 

section has a turnbuckle, 24 inches long, articulated at one end. In total, there is 

approximately 80-feet of truss rod and 4 turnbuckles exposed on the starboard 

side of the vessel. 
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The Bow 

The bow, broken a f t  of the deadwood, is a short distance away f rom the bottom 

of the hull (Figure 6 Base map). This large piece lies on its port side wi th better 

than half of the structural remains, including the keel, buried in deep sand. 

Frames and hull planking, down to  the level of the limberway, and the bow 

deadwood, are exposed. The hull planking in the bow varies in width f rom 7 t o  

10 inches and is uniformly 3 inches thick. The deadwood is composed of four 

stacked timbers, each 16 inches by 14 inches. Some ceiling planking is in place 

immediately forward of the deadwood. Ceiling here is similar t o  that found 

elsewhere on the site. The stemson, apron, and stem are in situ. Three of the 

vesset's engraved draft marks are well preserved on the stem. The Roman 

numerals XIII, XII, and XI are exposed and filled wi th  white paint. The numerals 

are 6 inches high and are spaced 6 inches apart. A metal strap, 5 inches wide 

and 1 inch thick is attached to the edge of the stem. This strap probably runs 

the futl length of  the stem and was possibly used t o  provide some protection 

against  floating debris or  ice. 

The visible evidence of the fire which contributed to this vessel's loss is greater 

in the bow than anywhere else on the site. The deadwood is badly burned and 

charring of the frames and ceiling is obvious. Burning and weakening of the 

t imbers  contributed to  the bow breaking away f rom the bottom of the hull. 

Although the break is not exposed, it i s  highly likely that the timbers, weakened 

by the fire, broke a t  a point of structural weakness, i.e., the scarph joints. 

Two pieces of machinery are present in the bow area, a cylindrical donkey boiler 

and a windlass. The donkey boiler is resting on i ts side just aft of the 

deadwood. It measures 7 feet long by 4 feet 6 inches in diameter. The crown, 

funnel and base were not found on the site. Miscellaneous piping, elbows, a 

grate, and pieces of coal f rom the boiler are present. 
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From her historical records we know that NOQUEBAY was equipped with a 

donkey boiler. This was a vertical fire-tube boiter with the firebox on the bottom 

and funnel a t  the top. The boiler shell rested on a cast-iron base that also 

served as an ash pit. A series of vert ical tubes extend from the top of the 

firebox to  the upper end of the shell. The ends of these tubes can be seen in 

Plate 16. These tubes opened directly into the chimney or f u n n e l .  Vertical 

boilers, with their open-tube construction, were considered dangerous because 

they were more likely to  throw sparks from the f u n n e l  (ICS Textbooks 1921: 

12-17). The fire that destroyed NOOUEBAY may have resulted from such sparks. 

NOQUEBAY's boiler was not used i n  connection with her propulsion. It was 

probably used to  supply s team to  run a bilge pump and for working steam 

powered deck machinery. Neither the donkey engine, the deck winch, nor the 

steam pump were located during the  site documentation. 

The windlass found on the site is located near the deadwood and forward of the 

donkey boiler. This piece of deck machinery, usually placed on the forward end 

of an upper or main deck, is used to  haul up the anchors. A portion of the 

geared driving wheel or gear is exposed near the deadwood, while the crosshead 

and side-bitts or frame lie on and adjacent to the deadwood, respectively (Plate 

12). The cast-iron frame is embossed with the n a m e  of t h e  windlass 

manufacturer, Globe Iron Works, Cleveland. While t h e  windlass could have been 

steam powered, 'the style of t h e  crosshead is more closely associated with the 

"common" or hand-powered windlass. No evidence of fittings or other steam 

connectors were located in direct association with this piece of machinery. 

The bow contains a rich assemblage of small, portable artifacts. These i n c l u d e  a 

cast  iron cooking pot, a spiral wood auger, jib hanks, two 30-inch trunk or l id 

hasps, the ship's bell, a mooring bitt, as well as an assortment of fasteners and 

pipes. These artifacts are covered and uncovered seasonally as  the sand on the 

site builds during the summer months and then is scoured out by winter storms. 

Disturbance of this area was kept to  a minimum during site documentation. The 

artifact density is greater in the bow than anywhere else on the site. 
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Plate 16: NOQUEBAY’s donkey boiler, seen here lying on its side with the top of the 
boiler tubes exposed, is in an excellent state of preservation. Several pieces of coal, the 
boiler grates, piping and associated gltages were found in the immediate area. 



Summary 

During the investigations of the historic wooden shipwreck in Julian Bay, we did 

not locate any singte piece of evidence that would conclusivety prove that the 

vessel is the schooner barge NOQUEBAY. When taken together, however, the 

historic record and the physical remains strongly suggest that the shipwreck 

located off Stockton Island is NOQUEBAY. 

NOQUEBAY is in an excellent state of preservation. Just the exposed portions of 
the vessel represent 90% of the bottom, 55% of the starboard side, and 40% of 

the port side. When taken together more than 90% of the vessel's hull is present 

and exposed, a t  least on a seasonal basis. 

NOQUEBAY shows little evidence of natural impacts resutting from wind-driven 

waves and winter storms. It is not unusual for six to  nine foot wind-driven 

waves, from winter storms, to  roll and break across the site which ranges from 8 

to  12 feet in depth. During documentation of NOQUEBAY a "small" storm forced 

the team off the site for two  days. The breakers coming in from the open lake 

were six footers. Following the storm, the only on-site evidence of the two day 

frontal assault, was the partial reburial of the test transects and loss of our 

del icate nylon base line. 

These winter storms do scour out s o m e  of the deep sand which covers t h e  site. 

Artifacts in the bow, covered and uncovered seasonally, are well preserved and 

their relative positions appear basically unchanged. Even the delicate, engraved 

draft marks on her stem are undamaged. Paint is present on the stem, in areas 

on the hull planking, and on the outboard-up piece of port side, lying t o  the west 

of the bottom of the hull. Sand movement has not presented much of a n  

adverse impact on this site. Rather, the sand seasonally deposited over the site 

has contributed to  the vessel's preservation. 
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Despite her exposed location and the potential for damage from ice shelving, 

NOQUEBAY's donkey boiler and wheel are in also in good condition. Ice damage 

t o  these fragile elements, seen elsewhere in Lake Superior on some of lste 

Royale's wrecks, would have flattened or dented these items. With the exception 

of bent spokes and a crack in the rim, which could have easily occurred during 

the wrecking process or a t  any other t ime since her loss, NOQUEBAY's wheel is a 

fine example of a patent steering gear. The donkey boiler shows no signs of 

flattening or any distort ion f rom its original shape. 

Other than evidence of burning in the bow and on the keelsons, the wood used 

to  construct NOQUEBAY is still hard and the structural integrity of the various 

components, as they appear today, is uncomprornised. The vessel's internal 

strengthening elements, the hogging straps and truss rods with turnbuckles, are 

structurally sound. Little rusting has occurred on any of the metal elements or 
artifacts found a t  the site. 

NOQUEBAY's deposition in a very shallow sandy cove, rather than being 

detrimental, has indirectly contributed to  the site's preservation. The  common 

not ion that wrecks deposjted in shallow water wi l l  be hopelessly jumbled and 

torn apart is incorrect. That notion, however, has probably prevented looters 

from finding the site; no one expected the vessel to  still exist. It is highly li.kely 

that NOQUEBAY broke up rather quickly, because of her exposed location and 

shallow depth, and settled jnto the sandy bot tom while winter storms scoured 

out the sand under her hull. Spring and summer waves then began the process 

of covering up the vessel by depositing sand over the site. 

Certainly NOQUEBAY's excellent state of preservation and the potential richness 

of her artifact assemblage forces another look a t  the complexity of wrecking 

processes and dispels the myth of the "shallow, jumbled shipwreck" not having 

enough integrity to  yield a great quantity of data. 
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Post Script 

On August 6, 1986, following extensive discussions between the Midwest 

Regional Of f ice and the Southwest Regional Office, Submerged Cultural  Resources 

Unit, a decision was made to  remove the ship's bell f rom the bow area. VIP 

divers under the direction of Fran Potvien, who had participated in the initial 

documentation of NOQUEBAY and had done follow-up monitoring a t  the site, 

accomplished the on-site removal. It was hoped that the bell might have the 

vessel's name embossed o n  it, thus providing positive identification of the site. 

The actual removal of the bell was videotaped by the dive team, and still 

photographs of the belt were taken prior t o  its removeal to  t h e  surface. The 

slightly oxidized and encrusted bell did not  have any readily observable markings 

on it a t  that time. Presently, the iron bell i s  being stabilized and temporarily 

curated a t  the Midwest Archeological Center Conservation Laboratory. Following 

stabilization, the bell will be returned t o  Apostle Islands National Lakeshore for 

exhibit. 
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V. CONCLUSIONS AND MANAGEMENT RECOMMENDATIONS 

NOQUEBAY is a valuable and significant cultural resource. Its superb state of 

preservation and the potential richness of the artifact assemblage a t  this site 
make it a strong candidate for  nomination t o  the National Register of Historic 

Places. The background, historical context, and the site analysis discussions 

included in this report can be used for this purpose. At  minimum this vessel 

shou ld  be added t o  the National Park Service List of Classified Structures. 

Continued protection by the State and the National Park Service is highly 

recommended. 

While there may be numerous examples of this type of  vessel lost  within the 

Great Lakes, very few, in this state of preservation, are currently known t o  exist 

within the Great Lakes. For the most part, when a vessel of this vintage is found 

it is quickly looted of all  portable artifacts. For that reason protection of this site 

is particularly important. Protection will also insure a data bank for  future 

researchers who have specific questions on maritime construction of the period 

or who wish a source of  comparative data for  other similar vessels. Further, the 

artifact assemblage in the bow, the area most likely to  be looted, h a s  the poential 

to  yield a great quantitv of information which could address questions of an 

anthropological nature. As with other sites located within the boundaries of 

National Parks, under n o  circumstances should the excavation of the site take 

place without a research d e s i j n  that clearly indicates why it is in the best 

interest of  the public and the resource to engage in excavation. Further, the 

research design should make it clear why the posed research questions could not  

be answered without excavation or answered by examination of comparable sites 

or collections outside of  the National Park System. 

This vessel, because of her shallow deposition, is a prime candidate for  

interpretation. It is visible even over the side of a boat, so a park visi tor would 
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not even have to "get wet" to see IIOQUEBAY. Snorkelers could easily visit this 

site, its shallow dep-ttr ar id pro1er:tod location dur ing the summer rnontks m a l e  i t  

a fine choice for an afterrloon swim from boat or shore. This wreck  is a very 

sa.fe location .for scuba divers. The shallowness arid protected nature of the area  

would n o t  present any safety I iazards to even an inexperienced diver. 

lV1anagernen.t of  this site for a varieiy of visi-tor uses prerierits some problems. 

The rnos't criiical of which is control l ing a r t i f a c t  loss at 'the si.te. As noted in the 

site analysis, tho bow contains a great quantity of portable artifacts, i.e., .those 

ea si Iy ' 'cc) IIeclecl by 11 a 11d w it\ioUP TI c (: t I a11ic a I a s sis I: a n c e" (proposed W is I: o II si n 

State Law '1985--86). The currerrtly proposed law would prohibit  the rerrioval oT

these artifacts if IVOQUEUAY i s  placed within a historic preserve. The removal of 

artifacts is also protiibi-Led cinder the proposed law because of the location of the 

ar i if a ct s in assoc iat ion  w i.1h ' I . .  .a d es e r.ted water I;r a ft ..._"(prop o s ed W isco r i  s i n %a t e 

Law 'I 985-86). Removal of artifacts frcirn histrirical sites is also illegal on National 

Park Service owrred and  rriarraged lands. The loss of art i facts from .this site 

would be a serious impact. Their presence and the site's tiear pristine condit ion 

niake i t  a valuable and signi'ftr:an'i cultural resource. NOUIJEUAV is on land 

owned by 'the Stale of Wisconsin, b u ~ twithin the boundary of the  Apostle Islands 

IVational Park. Federal legislation is already i r i  p lace  for her protection and State 

legislation is pending. Apparcnl ly a l l  .thal i s  needed to irisure the  site's 

protection is a n  agreement betweerr -the S t a t e  and Apostle islands National 

La kes hore on d a y -to--day r n  a n a g e rrwrr't a nd e r i  forc e rnennt respor i  s i biIities. 

It is rrot recommended that the  si-te b e  permanently closed t o  visitatiorr iri order 

to protect it. A management plan and some agreement with t h e  State of 

W is c on s i n, w h ic h w iII direct Iy a d drc s s daiIy rI 3 a ria g e rn e t i  t a n ct c n f o rceme r I  i, is 

needed  prior 'to making tire si.te accessible ro the public. An energetic education 

campaign directed a t  bath the non-diving and diving publics or1 itie importance 

of leaving artifacts in place is also necessary to  protect this site over the long 

run. 

The most critical t ime for site depredation wil l  be in the  spring, after the ice has 

melted and the sand  h a s  been  scoured away. A video 'rape taken by VtP diver 
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Fran Potvien in the spring, 1985, shows just how much of the site is scoured out 

by winter storms. Artifacts in the bow, not observable in the fall, 1984, were 

lying on the surface of the s a n d .  Unless quickly reburied, they may be lost t o  

collectors. One course of action would be to  do just that each spring prior t o  

opening up the site to  visitation. Careful reburial would not adversely impact the 

artifacts nor would it compromise their relative associations. Further, reburial 

would put them "out of sight a n d  out of mind" a n d  out of harms way. 
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APPENDIX A: SUMMARY OF DOCUMENTS OF ENROLLMENT 

Name: NOQUEBAY (NOQUE BAY) Registry: 18747 (US.) 

Other Names: None listed 

Built: Trenton, Michigan, 1872 

Shipbuilder: A.A. Turner 

Ownership: 1 )  Thos. W. Beebe, President, Peshtigo Co., 
Peshtigo, Wisconsin 

July 13, 1872 - April 77, 1874 
A. Keith, Master 
First enrollment 
Port of Chicago 

2) William E. Strong, President, 
Peshtigo Co. 

April 17, 1874 - March 8, 1875 
W i l l ia rn Nicho Is0n, Master 
Change of company officers 
Port of Chicago 

3) William E. Strong, President, 
Peshtigo Co. 

March 8, 1875 - April 8, 1876 
William Strong, Master 
Change of districts 
Port of Milwaukee 

4) 	 William A, Ellis, Secty, Peshtigo Co. 
April 8, 1876 - March 1, 1893 
William Nicholson, Master 
Change of company officers 
Port of Milwaukee 

5) 	 William A. Ellis, Secty, 
Stephenson Transportation Co., 
Ma rinette, Wiscons in 

March 1, 1893 - March 15, 1895 
William Ellis, Master 
Change of owners 
Port of Milwaukee 
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6 )  I-, F ,  Madden, James IUladden, arid 
John ‘1’ Wladden (11’3 e a c h )  

Bay City, IVlichigari 
IVIarch ‘15, 1895 - March 29, 1098 
T, F. IVlladderr, IVlaster 
Change of owiiei-s, change of distr icts 
Pori of Huron 

I )  Thornas F. Wladderi, Licrzie IVlilddeli, 
a n d  Johii  .J. Madden (l /3 each) 

Bay City, Wlichigan 
IViarch 29, l89tl  - Jaiicrary 4, ‘I899 
1‘. F. Wladden, Master 
C h a n g e  of owners 
Port of tiuron 

8) I‘horrias f .  Nladdeii ( 2 / 3  owner) arid 
Lizzie IVladden (1/3 owner) 

Bay City, IVlicCrigan 
January 4, 1899 - January 19, ‘to99 
Ihwna s IVIa dde n, IVIa stB r 
Ctianyo of owiiors 
Por t  o i  Huron 

9) 	 Elizabeth M a d d e n ,  Bay City, IMichigari 
January 19, ‘I899 - October 8, ‘1905 
E. IVlaclden, Master (a1 i irr ie of enrollrnent) 
P. H. Ryan, Master,  April 29, ‘1899 
W. H. Lohr, IVIaster, Sepiernber 9,‘I902 
Fred Watson, IVlastar, Scptcrnber la, ’I 902 
Andrew Rigger, IVlaster, IVlarch ‘I7,  ‘I 903 

Documents S urreridered: Port Huron, IVlichigarr, December 28, ‘I905 

Cause 05 Surrender: 	 Total Loss. Burned October 8, ’1905, near  
Presyua Isle Point, Lake Superior. 
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APPENDIX B: SUMMARY OF NOQUEBAY’s ATTRIBUTES” 

Length: 205’ 2” 

Beam: 34‘ 7” 

Depth of Hold: 12‘ 5” 


Frames Sided and Moulded (at  sides): 12” and 8” 

Frame Arrangement: double, 12” by 12” each 

Frame Spacing: 24” centers 


Main Keelson Width/Height: 14” by 14” 

Rider Keelson Width/Height: 14” by 14” 

Sister Keelson Width/Height: 12” by 14” 

Floor Keelson WidthiHeight: 12” by 8” 


Ceiling Plank Width: 10” - ’IS” 

Ceiling Plank Thickness: 3” 

Bilge Ceiling Width: 10” - 16” 

Bilge Ceiling Thickness: 5-1/2” 


Fastening Pattern on Bottom: double, 3/4“ square nails, no 
clench washers 

Fastening Pattern above Turn of  Bilge: double, 3/4”square 
nails, alternate 1” clench washers 

Hull Plank Width: 7” - 10” 
Hul l  P l ank  Thickness: 3” 

Deck Beams Width/Height: 8” by 10” 

Centertine Hold Stanchions: 6” by 6” 

Knees Width/Height/Length: 6-1/2” by 24” by 38” 

Fasteners on  Knees: 7/8” treenails wi th 1” clench washers 

Shelf Width/Height/Length: 8” by 10” by 14” 

Dagger-piece Width/Height/Length: 8” by 10” by 32” 


93ased upon documents of enrolllment and field measurements 
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As t h e  nation's pririajpal conservation agency, The Oepartmerii of the Interior has 
basic responsibilities to prniot:f arid conserve! our land arid water, energy and 
minerals, f ish arid wildlife, parks and r'or:reaiion areas ,  arid to ensure the wise  use 
of all lhese resources. The Ueparirnerit also has rnajor responsibility ior  
American Indian reservation coinmutIi.ties and for people who live in island 
territories u n d e r  US. administratioin. 




